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COAL REGULATION BY I. C. C. 


We are strongly opposed to the recommendation of 
the United States Coal Commission that regulation of the 
ccal industry be made a part of the duty of the Interstate 
Commerce Commission. Conditions could hardly be pre- 
scribed that would make it less obnoxious. Twenty special 
divisions, instead of only one, would not improve the plan. 
The legislation would mean the destruction of the Inter- 
state Commerce Commission, because nature has not created 
humans brains large enough to encompass the mass of detail 
such enlargement of the Commission’s duties would throw 
on each commissioner. It is a fact known among all those 
having business with the Commission that its members now 
are weighed down with irritating detail. 


Coal industry regulation, if undertaken, will be a job 
calling for men having no other work. We express no 
opinion now on the constitutionality or advisability of the 
proposal. We are concerned only with the recommendation 
that the railroad regulating body shall be made also the coal 
regulating body. We know scores of lawyers, who, if asked 
what they thought of the constitutionality or policy of the 
proposal, would say they did not use the kind of language 
necessary to express their disapproval. 


It speaks well for the sense of the men composing the 
coal commission that they recommend the Interstate Com- 
merce Commission. Assuming that they believe Congress 
should enact such legislation, their selection of the Inter- 
state Commerce Commission means that they figured that 
the legislation would have no chance of popular approval 
unless they suggested, as an agency of regulation, a body 
such as the Commission, the standing of which with the 
shippers, with the railroads, and with the public generally 
is the product of years of sanity in the administration of 
a statute that vitally affects the second largest industry in 
the country. 


It may be that some interested in the work of the 
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Commission do not recall the mass of detail to which com- 
missioners must give attention. For their benefit it may be 
said that every time the Railroad Administration, for in- 
stance, files an application for further consideration, re- 
hearing, or re-opening of a case, every commissioner must 
vote on that. It would be farcical, if not perfidious, for the 
commissioners to leave the question of re-hearing to the 
Commission division that had made the decision which 
caused the Railroad Administration to file the application, 
not to mention the plain violation of the terms of the 
statute. Every application of that kind must come before 
the whole Commission, and, if granted, the whole Com- 
mission must listen to the arguments. Every application 
of that kind requires that kind of treatment. 

The name of the Railroad Administration is used merely 
for purposes of illustration. Every general investigation 
requires the services of every commissioner, and finance 
applications, involving:the issuance of a few thousands of 
bonds, must be passed on by practically the whole body. 
So much of a commissioner’s time is taken up with the 
routine prescribed by the law that practically none is left 
for thought along the broader lines. A policeman walking 
a beat on which he is required to report every half hour 
is not more tied down to routine than is a commissioner. 

Adding a special division to take care of coal regula- 
tion would merely intensify hard conditions and invite, if 
not command, commissioners to give only superficial thought 
to things that should engage their best efforts. As made, 
the coal commission’s report puts the question of wages and 
hours of employment of miners into the care of the proposed 
special division. 

The Commission, thus far, has been able to avoid the 
heavy responsibility for dealing with railroad labor wages. 
It already has great difficulty in geting itself to decide 
questions on which all must work, because each man has 
a conscience and is unwilling to go on record unless and 
until he has had an opportunity to go over matters on which 
he must vote. Adding another division would create a 
well nigh intolerable condition. 


RAILROAD CONSOLIDATION 


Sentiment among those who have been studying the 
question of railroad consolidation seems rapidly to be 
coming to the opinion that we have expressed from the 
first and that was expressed by the National Industrial 
Traffic League in resolutions adopted in January, 1922— 
not only that there must not be a compulsory consolida- 
tion of the railroads, but that voluntary consolidation 
should be brought about, if possible, under a simple 
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amendment to the law permitting consolidations, on 
application of interested lines, under the supervision of 
the Interstate Commerce Commission, rather than under 
the provision of the transportation act of 1920, which 
requires the Commission to make a plan for consolida- 
tion of all the railroads into several groups and then 
require that all consolidations permitted must be in 
accordance with the plan. 

It is interesting to note that, within the last week, 
it has become known that Senator Cummins not only 
has abandoned, for the present, his idea of trying to 
amend the law at the next session of Congress so as to 
make consolidation compulsory, but that he is now in 
favor of the simpler plan we have mentioned. He thinks 
it would be better to try voluntary consolidation under 
that simpler plan and then, after a period of years, if 
voluntary consolidation has not proceeded far enough 
to be of material benefit, to move for compulsory con- 
solidation. This statement of the present position of 
Senator Cummins is not based on mere “press reports,” 
as stated in the discussion of the American Short Line 
Railroad Association. 

The railroad consolidation committee of the trans- 
portation conference of the Chamber of Commerce of 
the United States, it is known, has also concluded not 
to approve the plan of the present law but to confine 
its advocacy of consolidation merely to pointing out the 


advantages of voluntary consolidation properly and 
naturally brought about. 


The plan for voluntary consolidation embodied in 
the present law entails much expense and labor without 
making possible any consolidations that would not be 
possible under the simpler plan that is being advocated. 
Besides, in laying down exact limits within which all 
voluntary consolidations must be made and prescribing 
a plan for consolidation of all the railroads, it savors of 
compulsion. It would be at least a step in the direction 
of compulsory consolidation, for the reason that it would 
be of no avail without the addition of a compulsory 
feature, or what former President Harding called “stim- 
ulation,” to make it effective. The step would be an 
easy one to take—and we believe few of our readers 
would wish to see it taken. Without the addition of a 
compulsory feature we should be no farther along after 
the Commission had decided on its paper plan than if 
there were no such plan—indeed, we would have been 
delayed in bringing about consolidations, because of the 
long time necessary to deliberate and conduct hearings 
on the plan. After the plan was promulgated, only those 
toads that wished to consolidate under it would do so. 
Those that did not wish to do so would not do so. We 
should be at exactly the same point that we would be 
with a simple permissive statute such as we suggest. 


There are many advantages to be derived from con- 
solidations properly and naturally brought about. Among 
them might be mentioned the development of stronger 
and more stable railroad systems; simplified and im- 
Proved rate regulation; economies in expenditures and 
Costs; improved car service and routing. We hope to 
ste some plan by which railroad consolidations, sus- 
pended by the anti-trust laws, may again be permitted, 
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under competent supervision to the end that there shall 
be no lessening of competition and that such consolida- 
tions as are permitted shall be in the public interest. 
But, even so, it is not to be accepted as true that con- 
solidation of railroads, however completely and perfectly 
accomplished, would solve the problem of the “strong 
and weak” railroads, which is the principal argument 
advanced for it. It would have a tendency to do so, 
perhaps, but under any plan of consolidation that could 
be devised, we have no doubt, there would still be some 
systems, under any reasonable level of rates that might 
prevail, that would make more money than they should 
make and there would be others that would make less 
than the revenue to which they were entitled or, perhaps, 
than that which they must have in order to live. The 
problem of the strong and the weak roads would still be 
with us. Let us not deceive ourselves about that. 
What then, it may be asked, is the solution of the 
problem of the strong and the weak roads? We see no 
reason why that question should not be met frankly, 
though it is not often so met. Our answer would be 
this: If, under public realization of the needs of the 
carriers, that they may furnish adequate transportation 
at a reasonable profit to themselves, everything that is 
possible is done under the present act and under amend- 
ments that might, perhaps, be added to it, in the way of 
equalizing revenue (aside from government ownership 
or compulsory consolidation), and if, under a level of 
rates that is reasonable or even liberal, there are still 
roads that cannot survive, those roads must take the 
course that is laid down for other business in similar 
circumstances—they must go through the process of 
receivership and reorganization on a basis that will enable 
them to live under the policies that we have stipulated 
as to rates and equalization of revenue. We see no alter- 
native, if the principal of private ownership and opera- 
tion is to be maintained. Mark, however, that we do not 
suggest the process of reorganization through receiver- 
ship until after all the resources of the law and of possible 
amendments to the law have been exerted toward the 
proper equalization of revenue and until after public 
sentiment makes possible toward the carriers what might 
be termed now a liberal policy but which, as we mean it, 
would be merely a reasonable policy, in consideration of 
the needs of the carriers in the performance of their obli- 
gation to the business of the country. We have quite a 
bit of road to travel before that situation is arrived at. 


—_—-— 


PROPOSES ANTHRACITE EMBARGO 


Representative Rogers of Massachusetts, in a letter to the 
Commission this week, said he proposed a permanent embargo 
on exportation from the United States of anthracite coal “as 
a sound permanent policy of conservation.” He also suggested 
an adjustment of freight rates to prevent excessive exportation 
of coal to Canada until a permanent embargo could be made 
effective. He submitted coal export figures to the Commission 
and said if anthracite exports continued at the present rate 
the total exports for 1923 would exceed those of any year in 
history. 

“Anthracite,” he continued, “is a disappearing commodity, 
whose extraction from the earth becomes yearly more costly, 
more difficult and more dangerous. Should not the retention of 
anthracite for our own use be regarded as a proper measure 
of conserving one of the most essential of our national re- 
sources? Furthermore, even in normal times, the cost of anthra- 
cite has been increasing from year to year. A restriction of 
the market to domestic consumers would tend, under the fa- 
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miliar law of supply and demand, to keep the prices at a lower 
level. I have, therefore, been urging the wisdom of declaring 
a permanent embargo on the exportation from the United States 
of anthracite. I do not propose this solely, or even primarily, 
because of the terrible experience we passed through last win- 
ter. I propose it as a sound permanent policy of conservation.” 

Mr. Roger said he would urge the next Congress to enact 
legislation providing for a permanent embargo on anthracite 
exports. 

The proposal of Representative Rogers for a permanent em- 
bargo on anthracite exports presents a matter of considerable 
delicacy, a spokesman for the President said at the White House 
October 2. It was said the proposal was one that would require 
mature consideration both as to the advantages that might 
accrue to this country if such an embargo were imposed and as 


to the reaction that would result from doing anything of that 
kind. 


COAL INVESTIGATION REOPENED 


The Trafic World Washington Bureau 


Feeling that it should make an effort to obtain a larger 
record than had been possible at the Pittsburgh hearing, the 
Commission, on its own motion, has reopened Docket 15006, the 
anthracite investigation, initiated by it on suggestion from the 
United States Coal Commission, for further proceedings at such 
times and places as may hereafter be set. At the time the 
reopening was announced, the Commission knew of no addi- 
tional testimony that would be offered, but it thought it ad- 
visable to announce the further opportunity, if anyone desired 
to say anything more on the subject of rates, charges, prac- 
tices or classifications pertaining to the transportation of anthra- 
cite coal. 


ASSISTANTS TO COMMISSION 


The Trafic World Washington Bureau 


In connection with the recommendation of the United States 
Coal Commission, that the Interstate Commerce Commission be 
designated to regulate the coal industry, with a special division 
added to it, presumably to carry on the extra work, there has 
been a revival of discussion of things Congress might do to 
lighten the work of the regulating body. Regional Commissions 
and subCommissioners have been suggested. Such sugges- 
tions, however, have never been strongly favored by the Com- 
mission or any particular Commissioner. The idea back of each 
of those suggestions was that the Commission, as a body, had 
more work than it could do. No one has seriously questioned 
the accuracy of the conviction that the Commission’s work is 
heavier than any body should be asked to carry on under the 
conditions that prevail. 

One of the suggestions that has been made since the coal 
commission stirred up the subject is that Congress could per- 
form a real service for the country if it would authorize the 
Commission to appoint boards of examiners with power to dis- 
pose of cases, subject to review by a division of the Commis- 
sion, if and when the losing party made a substantial showing 
in behalf of such review. Such boards could be designated to 
take care of the ordinary cases, either within the limits of a 
particular territory or those bringing into question particular 
phases of regulation. That is to say, the boards could be ap- 
pointed either for geographical or topical reasons. 


Authorizing a board of examiners to dispose of cases, sub- 
ject to appeal, it has been suggested, would enable the Com- 
mission to make use of the services of its strongest examiners 
in a way that would be more satisfactory to the able men on its 
staff of examiners, and would tend to keep them on the Com- 
mission’s pay roll. The Commission has a hard time keeping 
the experienced examiners. The emoluments of practice before 
the Commission, in recent years, have been so great that there 
has been a constant stream of examiners issuing from the Com- 
mission’s offices, each carrying under his arm a shingle em- 
blazoned with “John Smith, commerce counsel, for seven years 
examiner on the staff of the Interstate Commerce Commission.” 
A counter stream of reports has been going back into those 
offices about former examiners whose income taxes, the first 
or second year after hanging out the aforementioned shingle, 
were greater than the salary of a Commissioner. The tempta- 
tions of practice were great enough to lure Edgar E. Clark from 
the chairmanship. 


It is figured, by those inclined to think well of that plan, 
that if real responsibility were placed upon boards composed 
of examiners, the work of the Commission would be expedited, 
and probably improved. The theory is that, if the Commission 
could put responsibility for decisions upon a board of examiners, 
either regional or topical, the work would be done with the 
most scrupulous care. As the routine now is, an examiner makes 
a proposed report. His work is subject to the review of a 
chief examiner and sometimes, if not always, that of an office 
board. No examiner, nor any board of examiners, has the power 
to dispose of a matter. He or it shares responsibility with some 
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chief or with a board so that when the work reaches the Com- 
mission it may be far from what the examiner who took the 


‘initial step desired it to be. 


__ No one, however, thus far, has shown any inclination pub- 
licly to avow a desire to have the Commission relieved of some 
of its work by a legally provided scheme such as here set forth. 
Chairman Meyer, with his short procedure form, has reduced 
the work somewhat, but not enough to give the Commissioners 
freedom from many of the routine things that now take up so 
much of their time. 

Dividing the Commission into divisions, with power on the 
part of a division to dispose of a case, subject only to review, 
did not reduce the work of the Commissioners very much. 
Whether a Commissioner sits on a case as a member of a divi- 
sion or as a member of the whole body, his time is taken up, 
and time not taken up with work of that kind is what he needs 
for a proper consideration of more vital things than passing 
on things of unimportance, relatively speaking. Yet every case 
contains the possibility of becoming of prime importance, hence 
the desire of every Commissioner to be assured, before he votes, 
that he knows what he is voting on and why he votes one way 
and not some other. 

Responsible boards to act as under-studies, so to speak, for 
divisions seem to meet that demand. In appointing them 
Commissioners would know they were selecting men to speak 
for them and they would be careful. The members of the 
boards, it has been suggested, knowing they were responsible, 


would see to it that nothing got by without a thorough ex- 
amination. 


I. AND 8. ORDERS 


In I. and S. No. 1925, the Commission has suspended, from 
October 1 to January 29, schedules in supplements Nos. 74 and 
75 to Boyd’s tariff I. C. C. No. A-1190. 

The suspended schedules propose to eliminate the appli- 
cation of the Chicago basis of joint rates on grain and grain 
products from Colorado common points and points taking same 
rates or arbitraries higher to destinations in Wisconsin north 
of a line from Milwaukee through, Watertown, Madison, Lone 
Rock and west, leaving applicable combination rates which are 
higher. 

The following is illustrative: 


Rates Are in Cents Per 100 Pounds 

Commodities Present Proposed 
Beet pulp, from Greely, Colo., to Rosedale, Wis..... 45% 51 
Alfalfa meal, from Avondale, Colo., to Wausau, Wis.41 46% 

In I. and S. No. 1926 the Commission has suspended, from 

October 1 until January 29, schedules in supplements Nos, 23 
and 24 to Countiss’ I. C. C.-No. 1114, Curlett’s I. C. C. No. A-90 
and Jones’ I. C.-C. No. 1333. 
The suspended schedule proposed to increase the rates on 
strawboard, N. O. S., and other articles of paper, carloads, from 


~transcontinental groups D, E and J territory to south Pacific 


coast and intermediate points. The following examples are 
illustrative: 
Rates in Cents Per 100 Pounds 


Strawboard to San Francisco, Cal. 
From Points 


in Group Present Proposed 
Pe ao, sas oy eaten ows Atos © eh Shae mechs Gt gk ct beara eer ae 113 125 
Be = acai au esi bc ol areie cel aka ev ernie sO ceca ate ana e EO win @ weitere 113 119 
Ee SS Me care Sree ees sree SN ee ean nd teeny er 98 113 


In I. and S. No, 1924 the Commission has suspended, from 
October 1 until January 29, schedules in a joint tariff designated 
as follows: 

E. B. Boyd’s I. C. C. No, A-1415, C. W. Galligan’s I. C. C. 
No. 30, W. M. Hough’s I. C. C. No, A-62, B. T. Jones’ I. C. C. 
No. 1441, F. A. Leland’s I. C. C. No. 1623 and F. L Speiden’s 
I. C. C. No. 744. 

The suspended schedules propose to increase the rates on 
oyster shells, carloads, moving in connection with the Missis- 
sippi-Warrior Barge Line from certain points in Louisiana and 
Mississippi to Minneapolis, Minn., and points taking same rates. 
The present and proposed rates are 34 and 40% cents per 100 
pounds, respectively. 

In I, and S. Docket No. 1927, the Commission has suspended, 
from October 1 and later dates, until January 29, schedules in 
tariffs published by various carriers operating in Central Freight 
Association territory and by Agent B. T. Jones. 

The suspended schedules proposed to cancel joint-haul 
mileage rates applicable on live stock between points in Central 
Freight Association territory, and they also make collateral 
changes in the through rates. 


INTERLOCKING DIRECTORATES 


Jules H. Tallichet has been authorized to hold the position 
of director of the Houston & Brazos Valley Railway Company 
in addition to positions previously authorized. are 

Wm, W. Douglas has been authorized to hold the position 
of director of the Wrightsville & Tennille Railroad Company 
and of the Chattahoochee & Gulf Railroad Company. 
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Current Topics 
in Washington 





Hobbled Regulation—At this time, with the recommenda- 
tion of the Coal Commission and the demand of the locomotive 
engineers in the newspapers before him, it is suspected the man 
who has pinned his faith on regulation as the way out for him 
from his troubles is beginning to wish he had a Dr. Coue to 
whisper words of comfort in his ears. No one can tell now 
what will come out of the suggestion of a regulation of the coal 
industry by the Interstate Commerce Commission. It is almost 
a certainty that there will have to be an increase in railroad 
rates to cover the cost of a restoration of the rates of pay for 
the enginemen if it is made as the chances are believed it will be. 
When the latter get a restoration, other employees of the rail- 
roads will also get theirs. It is regarded as a moral certainty, 
by those who have had to watch such things, that public officials 
elected to represent all the people, as usual, will back up the 
demands of some of them—the well organized ones of course— 
against the pocketbooks of the unorganized majority. Governor 
Pinchot, in his settlement of the hard coal strike, illustrated 
the point that is being made by those willing to jeer at regula- 
tion because it falls so far short of what it implies. The impli- 
cation of regulation is that it will assure production of the 
thing regulated, without interruption, except by the forces of 
nature. The governor of Pennsylvania settled the strike of the 
hard coal miners—at the expense of the users of coal. Those 
who knew about the condition of the railroads and of the mine 
operators knew, at the time Pinchot made his suggestion about 
the increased cost being absorbed by the railroads and the oper- 
ators that talk was twaddle. Some operators and some rail- 
roads then were making big profits. They could have absorbed 
much, if not all the additional cost. Many railroads and many 
operators, however, could not have done any absorbing. Inas- 
much as the prosperous railroads and the prosperous operators 
have not been forced, by economic pressure, to absorb, there has 
been no absorption. Regulation of the coal industry by the 
Commission, or any other body, it ise being suggested by ob- 
servers, would not have prevented the strike nor would it have 
prevented the kind of a settlement such as Pinchot made which 
was at the expense of those who are being asked to pay the 
further cost of regulation. The point is that, so long as regula- 
tion does not cover all phases of the subject, it moves under 
hobbles. Until the unions are regulated just as much as the 
corporations, the public, it is believed, will continue to have its 
pockets emptied. Regulation of the railroad corporations elim- 
inated abuses. No one, except some moss-encrusted Bourbon 
has ever denied that. However, the most potent cause of 
increasing railroad rates, is beyond the control of government. 
The Labor Board, at Chicago, so far as real control is concerned, 
is an expensive luxury. The shopmen showed how hollow a 
mockery it was, when its findings came into collision with the 
“divine right”? to strike, which as a proposition in logic is al- 
most as ridiculous as the divine right or kings. Put into ordi- 
lary language the divine right to strike means the right to quit 
the job and keep it vacant by means of violence until the com- 
nunity is forced to pay. A strike settlement, usually, is about as 
Voluntary a thing as the treaty of Versailles was on the part of 
the German signatories. Regulation could not have prevented the 
coal strike of last year. Regulation did not prevent the strike 
of the shopmen. Regulation, as now practiced, cannot free the 
community from the holdup practiced on it whereby it is forced 
to maintain thirty or forty per cent more miners than are needed 
to dig the needed supply of coal. It does not prevent the load- 
ing down of pay rolls of railroads with useless crews and the 
‘mployment of four men where three could do the work. It 
Works only one side of the street, and, so far as the pocketbook 
of the ordinary man is concerned, it is a delusion, if not a 
Mare, because it is one-sided. Coal industry regulation could 
hot deal with Herrin massacres any more than railroad regula- 
tin dealt with the situation caused by the cutting of the air 
hoses on thousands of cars in Kentucky, which was done to give 
help to both striking miners and shopmen. 





Embargo On Anthracite—That a suggestion for an embargo 

% the exportation of anything should come from a man living 
in New England seems one of the strangest of strange things. 
Yet John Jacob Rogers is a representative from Massachusetts, 
and he proposes an embargo on hard coal that would otherwise 
8% to Canada. New England had an experience with embargoes 
it the early days of the Republic when the Europeans, then at 
War, were trying to get us into it on their sides and we were 
bying to remain neutral by denying supplies to the combat- 
me even as some advised us to do during the World War. 
mes may change, but the man who reads his history under- 
Standingly, often has doubts about the accuracy of that obser- 
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vation as pertaining to the larger things of life. The embargoes 
of the early days hurt Americans more than they hurt the 
Europeans. An embargo on hard coal, it is believed, would 
not bring down the price in the United States one cent per ton, 
and price, in the last analysis, is the thing the Massachusetts 
man is believed to be thinking about more than anything else. 
It would be inhuman to deny Canadians hard coal. Owing to 
the fact that it was the duty of American railroads to return 
Canadian box cars, last winter, at times, the Canadians got 
more hard coal than, perhaps, they were entitled to receive. 
There is practically no prospect of a shortage in fuel this win- 
ter. That is why it has been suggested that Mr. Rogers, if he 
is not engaged in twisting the tail of a British lion cub to please 
some of his constituents, is thinking more about price than any- 
thing else. Canadians could retaliate with embargoes that 
would make matters extremely unpleasant for the United 
States. The net result would be needless suffering for humans 
both north and south of the line that divides them politically, 
broadly speaking, but not otherwise. 





Handing it to the Director-General—Plain language for the 
Director-General is becoming one of the features in reports of 
the Commission and in the reports of examiners. J. Edgar 
Smith, one of the oldest examiners on the Commission’s staff, 
and recognized as a man who has a keen sense of the value of 
words, takes a lunge at the Director-General in a report on No. 
14887, Midland Coal Company vs. Fort Smith & Western, Direc- 
tor-General et al., a comparatively small case. In that matter 
the consignor and consignee signed a stipulation to the effect 
that the complainants were entitled to whatever reparation 
might be granted. Attorneys for the Director-General contended 
that that stipulation amounted to a voluntary assignment of a 
claim against the United States and was therefore void as 
against the Director-General. “The stipulation is not an assign- 
ment, it is a statement of fact and makes no change in the 
parties in interest,” said Smith. Then he dropped it, just as if 
one sentence were enough to dispose of a contention, made in 


great seriousness, by the learned lawyers for the Director- 
General. 





Hindsight Valuation Theory—The so-called prudent invest- 
ment theory of the valuation experts is receiving such serious 
attention that there is believed to be danger of some one taking 
it as a thing that may have a profound effect upon the total val- 
uation of the railroads. Coarse-minded men, whose inclination 
is to treat valuation lightly because of the many ludicrous things 
said in connection therewith, suggest that at best it means no 
more than some inexperienced person thinks the Commission 
should do something that would again show the accuracy of the 
observation that hindsight is better than foresight. All valua- 
tions are subject to judicial examination. Therefore, should 
the Commission adopt the prudent investment theory to the 
point of acting in accordance therewith, every such valuation 
probably will be court tested. It is suggested there are few 
railroads on which money was so recklessly spent as to make 
it exceedingly doubtful whether the courts would allow valua- 
tions to stand that would have a marked effect on the total 
of investments. Even if the total of reckless investments should 
be as much as $500,000,000, deduction of that amount would not 
make much difference in the level of rates established in ac- 
cordance with the provisions of section 15a. Six per cent on 
that sum would be only $30,000,000. That would be a consider- 
able sum if deducted from the income of a corner grocer, but 
not much if deducted from the income of the railroads of the 
country. No one other than a rank demagogue professes to be- 
lieve the outgivings of those who talk about the real value of 
the railroads as being only $15,000,000,000. That, it is suggested, 
is only another way of saying that at least $6,000,000,000 repre- 
sents the sum of imprudent investments. Besides, the courts in 
all the really go-ahead countries of the world, have been rather 
staunch upholders of the theory that the state has no right to 
take from the individual property of his without just compen- 
sation or with less than just compensation simply because his 
foresight in creating the property was not so good as the hind- 
sight of doctrinaries, whose success in making investments or 
in saving up capital has not been conspicuous, 





Europe’s Great Need—Commissioner McChord has returned 
from a vacation, spent mostly on Lake Geneva, in the vicinity 
of the crossing of the Rhone about which Julius Ceasar wrote 
in telling the story of his campaign against the Helvetians in 
such a way as to suggest that perhaps Julius sometimes in- 
dulged his fancy. The Commissioner’s thought is that probably 
the thing Europe needs most is a body that could establish 
through routes and joint rates over the transportation lines. 
That’s an idea also held by his fellow Kentuckian, Walter D. 
Hines, who became exceptionally well informed about the needs 
of European commerce by reason of his employment to allocate, 
between the allies, the internal waterways shipping taken from 
Germany as part of the price she paid for having started the 
war. Against his desire Mr. McChord was drawn into a consid- 
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eration of Europe’s transportation needs through a call upon 
him of two men from the League of Nations offices, interested 
in transportation. Colloquially speaking, he bawled out the 
Frenchman and the Englishman who called, by directing their 
attention to the needless and foolish barriers to commerce 
erected by the Europeans against each other and told them 
what they needed was some body that would forget the past and 
assure the free flow of commerce by the establishment of 
through route and joint rate arrangements that would facilitate 
and not hinder commerce. They saw the point and asked him, 
as if there were no answer to their question, how that could be 
done. He told-them about the agreement between the Com- 
mission and the state regulating bodies, looking to the harmoni- 
ous handling of rate situations in which there might be con- 
flict between state and interstate commerce. The callers were 
interested enough in the matter to obtain a copy of the agree- 
ment, by cable, and an effort on the part of the League of Na- 
tions to establish an agreement of that kind may be made. 
McChord, however, suggested that the way to handle the sub- 
ject would be to get together practical railroad men from each 
country and get them to make up a scheme for rates and routes, 
with a prior understanding that they were to be allowed to 
make such arrangements without thought of anything other 
than assuring free flow of commerce and travel of persons with- 
out the irritation of passports demanded, at the point of a bay- 
onet, from a man who had no desire other than to spend a vaca- 
tion at some spot he thought might be agreeable to him. 





Magnus Has Arrived—Magnus Johnson, the senator-elect 
from Minnesota, has arrived in Washington. Thus far he has 
not revealed horns. There is a suspicion that he has been mis- 
represented in many things and that he will not be able to live 
up to the reputation given him by the lurid writers whose allega- 
tions have been denied by him. Washington has had several 
experiences with so-called wild men. Few have lived up to 
the reputations made for them by the free and easy writers. 
The late Benjamin R. Tillman came near doing so but inas- 
much as he was honest his uncouthness in language did no 
harm, except to Tillman, for a short time while he was learning 
that bad manners, in the long run, were more of a hindrance 
than a help, even in the case of a man whose bad manners had 
helped advertise him. There is a suspicion that Johnson will 
turn out in the same way, although there is doubt as to whether 
he is as able as was the South Carolinian. A, E. H 


TRANSCONTINENTAL RATE TANGLE 


An exceptional situation has arisen in connection with the 
Southern Pacific’s effort to stablish, from New York piers to Pa- 
cific coast points via the gulf ports, Chicago or group D rates, on 
about 204 commodity items. The tariffs carrying those rates are 
dated to be effective October 10 and October 31. Most of them, 
however, are effective October 10. Among the tariffs, however, 
was one, on asbestos, with October 1 as the operative date. 
The Commission, speaking through division No. 2, said it would 
not suspend that tariff. All except those vitally interested in 
the proposal forgot about that tarriff. 

When the division voted not to suspend, Chicago interests, 
which had protested, took an appeal from that decision to the 
entire Commission. In its conference, on October 2, the Com- 
mission, as a body, sustained the action of the division, not only 
as to the asbestos tariff, but decided that the tariffs with effec- 
tive dates of October 10 and October 31 should not be suspended. 

Almost immediately after that vote was taken the Commis- 
sion, for reasons not disclosed, again took the matter under 
advisement, so that, at the time this was written, the case had 
not been finally disposed of, although the impression was that 
the chances against reversal of the earlier vote not to suspend 
exceeded those in favor of reversal. 

No announcements were made in regard to any ef the votes. 
Those interested, however, were informed, upon inquiry, as to 
the state of the matter, so that by wire the contending carriers 
and shippers were pressing upon the Commission reasons why 
there should or should not be a suspension. 

Under the rules of the Commission, formal conferences on 
matters requiring the vote of the whole body come before it on 
the first and second Mondays and Tuesdays of each month. The 
appeal from the decision of division No. 2 not to suspend the 
asbestos item was considered, it is understood, under the pro- 
cedure followed in formal docket cases, that is, at the formal 
conference on October 2, although the question whether a tariff 
shall be suspended, from the nature of the case, cannot be re- 
served for the formal conferences. 

The possible significance of the vote on the single item of 
asbestos seemed to appeal to the Chicago Association of Com- 
merce, one of the chief protestants against permitting the South- 
ern Pacific to establish group D rates from New York piers to 
the Pacific coast via the gulf route; hence its request for action 
on it by the whole Commission. Many of those who had taken 
an interest in the matter forgot, if they ever knew, about the 
asbestos item and its possible bearing on the larger question of 
the rates due to become effective October 10. The later develop- 
ments, therefore, took them by surprise, especially the fact 
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that, while the Commission had voted not to suspend the tariffs 
bearing effective date of October 10, the question as to whether 
there should be suspension was still open and could be considereg 
at the formal conferences due to be held October 8 and the fol- 
lowing day. 

The rates under protest, while similar to those involved in 
I. and S. No. 1511 and related cases, it is said, are not in line 
exactly with the criterion laid down in the decision in that case, 
In that case the Commission said the Southern Pacific and those 
associated with it had not justified the proposal to establish 
rates from New York piers which would go w 
and down automatically, with rates from group D, 
Instead it said the carriers had justified only those 
rates which were the same as the group D rates in effect 
at the time of the hearing, September 15, 1922. The protestants, 
in their petitions for the suspension of the pending tariffs, have 
contended that the Southern Pacific, in the tariffs in question, 
was proposing current rates from group D points, and not rates 
in conformity with principles laid down in the Commission’s 
decision in I. and S. No. 1511. It is contended that the rate on 
asbestos, which was allowed to become effective October 1, was 
the current rate from group D points, and to the extent that that 
rate was unlike the one in effect September 15, 1922, it was in 
disregard of the principle laid down in the decision in I. and §. 
No. 1511 and also to the extent of its disregard of No. 1511, it 
marked what amounted to a reversal by the Commission of its 
decision in that case. 


VALUATION ARGUMENTS ANSWERED 


Theories of the National Conference on Railroad Valuation, 
as exemplified by recent statements of Donald R. Richberg, 
were attacked in an address delivered by George H. Boardman, 
secretary of the Western Railway’s Committee on Public Re. 
lations, before the Traffic Club of St. Louis, October 1. In 
answering the statement accredited to Mr. Richberg that “hun- 
dreds of millions of dollars have been donated for the con- 
struction of the railroads by the national government, by states, 
by cities and counties,” he said: 


If Mr. Richberg made such a statement he said what is wholly 
incorrect as to donations by the national government. While certain 
states, cities and counties made small donations as a matter of fore- 
sight and wisdom, in order to induce the railroads to build through 
their territory, I challenge Mr. Richberg to submit proof that the 
national government ever donated one dollar toward their construc- 
tion. A donation is a gift and the only gifts the railroads received 
from the national government were the right of way and certain 
lands adjacent thereto which were of no value to the government, or 
to anyone else, until private enterprise built the railroads through 
them, thus creating a value for the government lands and for lands 
granted to the roads. 

Mr. Richberg is also quoted as having said: ‘‘Furthermore, the 
amount of money extorted from the public in the form of excessive 
rates and invested in railroad properties as surplus earnings runs 
into several billions of dollars.’’ The best answer to this statement 
is that the so-called ‘‘excessive rates’? have not for seventeen years 
been fixed by the railroads or their owners, but by a government 
body, the Interstate Commerce Commission, the responsibility for 
whose acts rests with the government and not with the railroads. 


An even casual investigation will show that the freight rates on 
our roads are less, and as a general rule very much less, than in any 
foreign country. he average rate per ton per mile on our roads for 
the first six months of this year was less than 1% cents. This means 
that the roads hauled the average ton of freight one hundred miles 
for about $1.11. The latest returns at hand show that the freight 
rate per ton per mile in England is about 4 cents; in Sweden 4% 
cents; in Norway, 5 cents, and in Brazil over 6 cents. 


It is such erroneous statements as those which 1 have quoted, 
emanating, in this case, from the general counsel for the National 
Conference on Railroad Valuation, that prompts me to say that the 
railroads have no serious problems confronting them today except- 
ing such as are presented by the radical and destructive policies of 
their enemies. 


One of the railroads’ problems today is so to enlighten all of our 
people, whether investors or not, that the fallacies which have been 
so long lodged in their minds regarding the railroads may be crowded 
out by the real facts. 


The so-called radical element in and out of Congress evidently 
is seeking to force our railroads back to government control, in spite 
of the fact that private control has proved far more efficient. 

As an instance of this, during the year 1919, when the roads wer 
operated by the government, an average of 191,000 tons of freig! “ 
was moved one mile to each employe. This year, under private yao 
trol, based upon the returns for the first six months, 221,000 tons W! 
be moved one mile to each employe, an increase of 30,000 tons one 
— for each employe, representing over 15 per cent greater © 
ciency. 

Railroad employes are now receiving higher wages than at nf 
time during government control. In 1919, under government contro 
the average wage paid to each employe was $1,486, while the average 
paid in June this year, the latest figures available, was at the = 
of $1,630 for the year—an increase over 1919 of $144 or over 9% P 
cent. 
The railroads’ cost of living has increased so much more thar 
their income during the past few years that some of them have bn 
been able to earn even the interest on their mortgages and are to the 
in the hands of receivers, while many others, notably some of their 
western roads, have not been able to pay any dividends to 
owners for years. as was 

Few. of our people realize that the valuation of the, railroads 7 
based on the cost of labor and material as of June 30, 1914, W 
prices were less than one-half what they are today. f liv- 

The arteries of commerce would be hardened and the cost oh 
ing immeasurably increased if the proposed confiscatory reduct mt of 
the railroads’ valuation were to be made, for in that event m0 . 
the roads would be forced into bankruptcy and be unable to Proners 
additional equipment and other facilities needed by the far 
and other shippers to promptly handle the country’s commerce. 
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REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been made in No. 12994, Wm. Cramp & Sons Ship & Engine 
Building Company vs. Director-General, opinion No. 8770, 83 I. 
C. C., 55-9, as to a rate of 90 cents per ton on 62 carloads of soft 
coal, from the complainant’s Allegheny Avenue storage yard to 
its shipyard in Philadelphia, between April 10 and August 2, 
1919. The Commission found the rate unreasonable to the ex- 
tent it exceeded 40 cents per ton and awarded reparation to that 
basis. The transportation was through the congested Philadel- 
phia district and the Philadelphia & Reading applied a rate made 
by the use of the mileage scale, 90 cents per ton being the rate 
for distances up to 22 miles. The distance the coal was moved 
was 1.5 miles. 

A rate of 30 cents a ton was established August 18. A few 
months later the Reading asked authority to make reparation. 
The Director-General declined to settle the matter on the in- 
formal docket, and the formal complaint was filed. At the hear- 
ing many lower rates were cited for movements supposed to be 
comparable to the one involved in this complaint. The Director- 
General was able to match the exhibits of the complainant by 
showing rates on a higher or equally high basis. He also showed 
some that were lower. 

About ninety per cent of the work that was being done in 
the shipyard of the complainant was for the government, either 
the navy or the Shipping Board, on a cost-plus basis. The Di- 
rector-General contended that under such conditions reparation 
should be denied, if the rate were found unreasonable. Answer- 
ing that proposition the Commission said: 


The coal comprising these shipments was used to generate power 
for the shipbuilding plant in which work wag being done for private 
parties as well as for the government. The title to the coal was 
never in the government, which was a stranger to the transportation 
records; nor was the purchase money advanced by it, but the coal was 
paid for by complainant with money of its own. It appears also that 
the ships constructed by complainant through aid of the power gen- 
erated with this coal, although constructed under contract, did not 
become the property of the government until they were launched and 
tested. Complainant is the party who was in relation with the rail- 
road, and it is apparent it has paid cash out of pocket that should not 


have been required of it. Southern Pac. Co. vs. Darnell-Taenzer Co., 
245 U. S., 531. 


We find that the rate assailed was unreasonable to the extent 
that it exceeded 40 cents per long ton; that complainant made ship- 
ments as described, and paid an bore the charges thereon; that it 
has been damaged to the extent that the charges collected exceeded 
those which would have accrued at the rate herein found reasonable; 
and that it is entitled to reparation, with interest. Complainant should 
comply with Rule V of the Rules of Practice. 


_ There is no prospect of any further movement from and to the 
points here considered, and no order for the future is necessary. 


CREOSOTE OIL ADVANCE 


_ The Commission, in a report on I. and S. No. 1841, creosote 
oil from Birmingham, Ala., group points to Ohio and Mississippi 
River crossings, opinion No, 8767, 83 I. C. C. 41-5, has con- 
demned the proposed increased rates on creosote oil in tank 
cars, from the Birmingham district to Ohio River gateways, as 
hot justified. The schedules were protested by the Barrett 
Company and the American Tar Products Company. The pres- 
ent rate to all Ohio River crossings, other than Cincinnati, is 
li cents. The Cincinnati rate is 20 cents. The proposed rates 
Were 23 cents to all crossings except Cincinnati and 26 cents 
to that one. The present rates earn ton-miles ranging from 
83 mills to Cincinnati to 10.4 mills to Paducah. The proposed 
rates would earn from 10.8 mills to Cincinnati, 14.1 mills to 
Paducah. 

_ Breaking of a parity in rates on creosote oil, coal tar oil, and 
bitch which has existed since the establishment of rates on 
creosote oil in 1901, caused the protest. The suspended sched- 
Wes, the Commission said, carried the only changes in the rates 
Mentioned proposed since their original establishment in 1901, 
except the changes resulting from general rate increases. In 
1912 the respondents, the Commission said, proposed to cancel 
the commodity rates because, as they said, there was no move- 
Ment under them, but they abandoned that project on account 
of fourth section departures. 

No effort was made to change them until, the report says, 
the Central Freight Association lines advised the southern car- 
ners the rates to the Ohio River were being quoted as reasons 
or reductions in that territory. According to a witness for 
the Central Freight Association lines, the request was for a 
rate from Indianapolis to Louisville of 12 cents for a haul of 
113 miles as a substitute for one of 19.5 cents. Later, he said, 

® request was for a rate of 17 cents, which was the rate 

m Birmingham to Louisville, for a haul of 392 miles. The 
Southern lines said the proposed rate of 23 cents was figured 
Telation to a rate of 20 cents from Chattanooga. The Com- 
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mission observed there was no proposal to increase the rate 
from Chattanooga. 

Answering the representations in behalf of the Central 
Freight Association lines, the protestants said the rates in that 
territory were too high to the extent they exceeded 70 per cent 
of the fifth class rates. They referred to rates ranging from 
62 to 45 per cent of fifth class in effect in that territory. They 
also said that rates in the southeast and the southwest were 
relatively lower than those which it was proposed to raise. In 
disposing of the case the Commission said: 


The protestants urge that there is no warrant for a disruption 
of the present equality of rates on creosote oil, tar pitch, and am- 
moniacal liquor, all of which move in tank cars, with the same gen- 
eral transportation characteristics. They are apprehensive that the 
proposed rates would be followed by similar increases on these other 
commodities. They call attention to the fact that no change is con- 
templated in the rates from Chattanooga to the points in question, 
which will remain at 20 cents to both Louisville and Cincinnati, or 
within 0.5 cent of the rate of 19.5 cents from Indianapolis to Louis- 
ville, compared with the proposed rates of 23 cents to Louisville and 
26 cents to Cincinnati from Birmingham. 

While the southeastern rates cited by the respondents are in 
most instances lower than the proposed rates, the respondents con- 
cede that they are not advised as to the actual movement of traffic 
thereunder in most instances. The proposed rates compare favorably 
with southeastern and southwestern rates cited by the protestants to 
consuming point. Requests for reduction in Central Freight Associa- 
tion territory do not warrant the proposed rates. The record does 
not indicate whether the general basis of 90 per cent of fifth class is 
proper for that territory. The record as a whole does not justify 
the proposed rates, and we shall order them canceled. 


DUNKIRK RADIATOR RATES 


In a report on I. and S. 1835, Radiators from Dunkirk, N. Y., 
to interstate destinations, opinion No. 8761, 83 I. C. C., 21-2, the 
Commission has disapproved the proposal of the carriers to can- 
cel carload and less than carload commodity rates on raidators, 
from Dunkirk to New York and Boston rate points, and to apply 
in lieu thereof fifth class in carloads and third in less than car- 
loads. Upon the protest of the Dunkirk Chamber of Commerce 
and the two companies manufacturing radiators at that point, 
the schedules were suspended pending investigation. 

Several years ago the Erie, to put Dunkirk radiator makers 
on a parity with those at Buffalo, published the rates in ques- 
tion. The other lines followed the Erie in that matter. 

. In justification of their proposal to cancel, the carriers said 
the commodity rates from Dunkirk tended to break down the 
fifth class rate adjustment on iron and steel articles in and from 
Central Freight Association territory. They said iron manu- 
facturers had demanded, and would demand, of them that so 
long as such commodity rates were maintained from Dunkirk 
they be given similar commodity rates from their shipping 
points. The Commission said the evidence as to such demands 
was of the most general nature and that the cancelling of the 
rates from Dunkirk, by the trunk lines, was upon the request 
of the Central Freight Association lines. 

The protestants, the Commission said, were interested in 
maintaining the parity between Dunkirk and Buffalo and they 
would have no objection to the cancellation of the commodity 
rates from the former with corresponding increases from the 
latter. They contended, the Commission said, that as Dunkirk 
was on the Buffalo basis to the west and paid Buffalo rates on 
its supplies of basic commodities, it was unreasonable to propose 
putting it on the Erie basis to the east. They also called atten- 
tion to the fact that to Philadelphia, Baltimore and Washington, 
Dunkirk had the same class rates as Buffalo. 


VEHICLE MATERIAL ADJUSTMENT 


An advance in rates on agricultural implement, sleight and 
vehicle wood, generally referred to as vehicle material, from 
Fort Smith and Fayetteville, Ark., to Wichita, Kans., has been 
forbidden in a report on I. and S. No. 1827, Agricultural Imple- 
ment, Sleight and Vehicle Wood from Arkansas to Kansas, opin- 
ion No. 8763, 83 I. C. C., 25-8. The proposal was to bring the 
rates up to the basis of the lumber rates. The vehicle material 
rates, since early in 1913, the Commission said, for an unex- 
plained reason, had been lower than the rates on lumber. 

The railroads said they had received complaints from dealers 
in vehicle material at other points in Kansas, particularly Salina, 
alleging that the maintenance of rates to all other points in 
Kansas taking the lumber basis resulted in undue prejudice and 
demanding that they be given rates as much lower than the 
lumber rates as were the rates to Wichita. Rather than reduce 
vehicle material rates to the other points, they said they pre- 
ferred to raise the vehicle rates to Wichita. They also con- 
tended that to continue the vehicle material rates to Wichita 





790 


unduly preferred that commodity to other commodities. taking 
lumber rates as the usual basis. 

Objection by the Wichita Board of Commerce caused the 
suspension of the schedules. That organization said it had no- 
objection to vehicle material rates being made the same as rates 
on lumber. It contended, however, that first a reasonable rate 
on lumber must be established. It contended that lumber rates 
to Wichita, for many years, had been higher than the rates from 
the same points of origin to destinations as far from points of 
origin as Wichita. That city, the Board said, competed largely 
with points in Oklahoma, particularly Enid. 

Exhibits, the Commission said, showed that the proposed 
rates would more equitably relate Wichita with other points in 
Kansas. But it said the carrieds had not proposed to cancel 
rates on vehicle material lower than those on lumber, to points 
other than Wichita: In discussing that phase and in disposing 
of the case, the Commission said: 


Testimony on behalf of respondents was confined principally 
to a showing that vehicle material properly should be on the 
lumber basis, and but little evidence was adduced tending to 
show that the present lumber rates are reasonable. While the 
maintenance of rates on this material lower than are applicable 
on lumber presents an anomalous situation, there is no justifica- 
tion for increasing the rates to the lumber basis in the absence 
of a showing that the lumber rates themselves are reasonable. 
The present record is not sufficient to justify a finding with re- 
spect to that feature. In Box Shooks from Southeast to Eastern 
Points, 64 I. C. C., 389, in construing what was said in Rates on 
Lumber and Lumber Products, 52 I. C. C., 598, regarding the rate 
relationship between lumber and such articles as those here un- 
der consideration, we said: 

"By the above and other expressions in this report we clearly 
indicated that it was our intention to require in connection with 
rates on articles increased to the lumber basis a prior consid- 
eration by the carriers of the propriety of the lumber rates.” 

We find that the proposed schedules have not been justified. 
An order will be entered requiring their cancellation and discon- 
tinuing this proceeding. 


PETROLEUM MILEAGE SCALE 


Proposed increased rates on petroleum and its products, 
from lower Mississippi River points to Pensacola, Mobile, Gulf- 
port and some intermediate points, have been disapproved by 
the Commission, in a report on I. and S. No. 1819, petroleum 
and its products between lower Mississippi River crossings 
and various Mississippi Valley points (mimeographed without 
page or opinion numbers). The disapproval, however, is with- 
out prejudice to the filing of rates, based on a distance scale 
set forth in the report. 

The suspended rates were filed to remove fourth section 
violations. The basis was, in most instances, that of percent- 
age relation of commodity rates to class rates. The carriers 
took, for instance, the commodity rate on petroleum and its 
products, from St. Louis to New Orleans, via the Louisville & 
Nashville, found what percentage it was of the first class rate 
between those points, and used that percentage in the making 
of a rate from New Orleans to Mobile. By that method they 
obtained a rate of 22.5 cents for the 140 miles from New 
Orleans to Mobile. The present rate is 18.5 cents and the rate 
under the scale will be 22.5 cents. 

That is the way the scale works out, although the Commis- 
sion said it had not approved the proposed first class rate 
from New Orleans to Mobile on which the 22.5-cent rate was 
based. It also said that some of the lines from St. Louis to 
New Orleans applied a rate of 32.5 cents, which rate, the Com- 
mission said, bore a considerably lower percentage to the first 
class rate than that used in constructing the proposed New 
Orleans-Mobile rate. 

The schedules were protested by the Standard Oil com- 
panies of Kentucky and Louisiana, Island Refining Company, 
New Orleans Refining Company, chambers of commerce at 
Pensacola, Mobile and Atmore, and the Louisiana Railway & 
Navigation Company. They were suspended to October 22. 
The protestants presented a large number of comparisons, the 
Commission said, to show the proposed rates would be higher 
than any other existing rates in the South for like distances. 
In disposing of the case the Commission said: 


; 
Important fourth section departures exist in the present rates, 


and the record indicates that a revision should be made, but we are 
not convinced that the general increases proposed have been fully 
justified. For example, we see no reason on this record for increasing 
the rate from New Orleans to Pensacola to 30 cents when the rate 
to Century, the highest rated intermediate point, is and has been but 
27 cents, which appears not to be materially out of line with numer- 
ous other rates shown of record for like distances in territory imme- 
diately contiguous. The present rate from New Orleans to Gulfport 
of 11.5 cents for 67 miles is undoubtedly low, but we are of the opin- 
ion that an increase to 18.5 cents has not been justified. 

Upon consideration of all the facts and circumstances of record, 
we are of opinion and find that respondents have not justified the sus- 
pended rates and that for the purpose of revising present rates to 
conform to the provisions of the fourth section, rates should be 
established which will not exceed the following basis: 


For Application from New Orleans, La. 


Distance Cents Per 100 Lbs. 
60 miles and over 16 

70 miles and over 
80 miles and over 
90 miles and over 


50 miles 


80 miles 
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100 miles and over 90 
110 miles and over 100 
120 miles and over 110 
130 miles and over 120 
140 miles and over 130 
150 miles and over 140 
160 miles and over 150 
170 miles and over 160 
180 miles and over 170 
190 miles and over 180 
200 miles and over 190 
225 miles and over 200 
250 miles and over 225 miles 


Differentials from Destrehan, Good Hope and Kassel should not 
exceed the following amounts in excess of the New Orleans rates: 
. = points not more than 110 miles distant from New Orleans, 

cents. 


To points over 110 miles but not more than 150 miles from New 
Orleans, 2 cents. 

To points more than 150 miles from New Orleans, 1% cents. 

Differentials from Baton Rouge, Natchez and Vicksburg over New 
Orleans should not exceed the following amounts: 


To points not more than 110 miles distant from New Orleans, 
4% cents. 


To points over 110 but not more than 150 miles from New Or- 
leans, 3 cents. 

To points more than 150 miles from New Orleans, 2% cents. 

The continuance of the present rates from Shreveport, Houston 
and other producing points west of the Mississippi River to Gulfport, 
Mobile and certain other points will create undue prejudice against 
shippers at New Orleans, Baton Rouge and other points involved 
in this case if rates as above authorized are established without a 
revision of rates from points west of the Mississippi River. Such a 
revision, therefore, should be made contemporaneously with the 
establishment of rates not in excess of those approved herein. Noth- 
ing herein should be construed as approving the full combination of 


local rates from points west of the Mississippi River to the points 
involved herein. 


These findings are without prejudice to any different conclusions 
that may be reached on a more comprehensive record dealing with the 
general level of rates in a more extended area within southern terri- 
tory. An order will be entered requiring the cancellation of the sus- 
pended schedules and discontinuing this proceeding, but without preju- 
dice to the filing of new schedules in conformity with the findings 
herein. Respondents offered no justification for the fourth section 
departures existing in the present rates and announced as one of 
the principal reasons for the proposed revision a desire to eliminate 
such departures. While the pending applications covering this 
situation were not heard in connection with this proceeding, carriers 
should promptly remove these departures by revising their present 
rates in consonance with the findings herein. 


NEW LIME ADJUSTMENT 


Lower rates on high calcium lime, by reason of an order 
in No. 12940, Glencoe Lime & Cement Company et al. vs. Akron, 
Canton & Youngstown et al., opinion No. 8768, 83 I. C. C. 46-50, 
are due to be established not later than December 4, from 
Glencoe, Glen Park, Byers, Mincke, Mosher and Ste. Genevieve, 
Mo., to destinations in Central Freight Association territory 
and to Buffalo and Pittsburgh. The Commission found the 
rates unreasonable and unduly prejudicial and prescribed what 
it called a reasonable and non-prejudicial basis for the future. 
The complaint alleged the rates to Indiana, Michigan, Ohio, 
Kentucky, West Virginia, Pennsylvania, Maryland and New 
York were unreasonable and, in comparison with rates from 
Hannibal, Mo., Alton, Quincy and Marblehead, IIl., unjustly dis- 
criminatory and unduly prejudicial. 

The basis of rates, with one exception, is a combination 
on East St. Louis, to points east of the Indiana-Illinois line. 
The exception is the basis from Mosher and Ste. Genevieve. 
That combination makes on Kellogg, Ill., by reason of the car- 
ferry route of the Missouri-Illinois Railroad, between Ste. Gene- 
vieve and Kellogg. It was stated that, owing to high water, 
sand bars and ice, that route was not always open. 

The local rates to East St. Louis, used as factors in the 
combination, are 9 cents from Ste. Genevieve and Mosher, 8 
cents. from Byers, and 7 cents from Mincke, Glen Park and 
Glencoe. The local rate from Mosher and Ste. Genevieve to 
Kellogg is 3.5 cents. The proportionals from the east-bank 
points were originally 83.33 per cent of sixth class, but since 
June 25, 1918, owing to the varying increases, the rates from 
the competing points in Illinois have become as much as 9 
cents less than the rates from the complaining points of origin, 
although, generally speaking, they are not so much lower as 
that highest figure. 

Complainants contended that the rates from their kilns 
should not exceed those from Alton, Quincy, Marblehead and 
Hannibal. The Commission did not give them what they asked, 
but found that reasonable and non-prejudicial rates would be 
not more than 2 cents over Alton from Byers, Mincke, Glen 
Park, and 3.5 cents from Ste. Genevieve and Mosher, in con- 
nection with traffic moving through East St. Louis, and 1 cent 
from Ste. Genevieve and Mosher in connection with traffic mov 
ing through Kellogg. 

It said no evidence was introduced respecting rates from 
the points of origin to destinations in West Virginia and Mary- 
land, and no finding was made in. respect thereto. 


NAPHTHA RATES TOO HIGH 


A per car charge of $11.25 on naphtha, from the Constantine 
refinery near Devol, Okla., to Burkburnett, Tex., based on a find- 
ing of unreasonableness as to a rate of 10 cents per 100 pounds, 
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has been ordered, not later than December 1, in a report on No. 
13914, Tidal-Western Oil Corporation, et al. vs. Wichita Falls & 
Northwestern, et al., opinion No. 8769, 83 I. C. C., 51-4. The 
complainants alleged the rates on petroleum products, including 
naphtha, had been unreasonable for the two years preceding the 
filling of their complaint, June, 1922. ; 

About 300 tank cars of raw naphtha, used in blending with 
casinghead gasoline, were involved. Charges were collected at the 
rates of 12.5 cents prior to, and 17 cents after, August 26, 1920, 
for a haul, over the Wichita & Northwestern and the Missouri, 
Kansas & Texas of Texas, under one control and management, 
for a distance of 7.7 miles. The rates were those prescribed in 
the Southwestern Class case, 48 I. C. C., 379, and the Shreveport 
case, 48 I. C. C., 312. The average weight, the Commission said, 
was 56,569 pounds, and the average charges per car were $70.71 
and $96.17 prior and subsequent to August 26, 1920. Effective 
December 20, 1922, a rate of 10 cents was established. The 
naphtha was moved in lots averaging six cars per drag, by a 
switching crew, which carried other traffic as well. The shippers 
used about 250 tank cars in the service between Devol and Burk- 
burnett. 

Since the shipments moved, the report said, the complainants 
had built a pipe line and future movements by rail were improb- 
able. At the time of the movement that Constantine refinery, the 
Commission said, was shipping from 300 to 750 carloads of pro- 
ducts per month, and the carriers maintained a billing clerk at 
the refinery for some time. 

The complainants contended the charges were unreasonable 
to the extent they exceeded $9.50 per car prior and $12.50 per 
car subsequent to August 26, 1920. Those were the joint-line in- 
tracity switching rates between industries within the switching 





Tentative Reports 


SAYS DIRECTOR-GENERAL KNEW 


Attorney-Examiner Arthur R, Mackley, in a report on No. 
14224, New Jersey Zinc Company and the Tulsa Fuel & Manu- 
facturing Company vs. Director-General, has advised the Com- 
nission to find the rate on zinc ore, imported from Mexico, and 
shipped from Laredo, Tex., to Collinsville, Okla., at various 
dates in the period of federal control, 64 cents, equivalent to 
$12.80 per net ton, was unreasonable to the extent it exceeded 
$5.10 per ton. He said that reparation should be awarded for 
the amount, plus, not six but three per cent interest on it, 
because the parties had agreed to that amount, although nego- 
tiations looking to the settling of the claim informally failed. 

Before reaching the conclusion that the rate of 64 cents, 
which was full class D rate, was unreasonable, Mackley had to 
dispose of the Director-General’s contention that, while the 
aim was filed within the period allowed by the law, by the 
tine company, using the informal number that had been given 
— claim when filed by the fuel company, it was not a legal 

ing. 

Mackley said the Director-General contended the filing was 
hot sufficient to stop the running of the statute of limitations, 
and that it did not meet the requirements of the Commision’s 
tule that when a claim was filed in behalf of another, a state- 
ment of the capacity or authority in or by which the complaint 
Was made in behalf of another, should be made. 


The zinc company claimed that the Director-General was 
advised as to the facts in the informal negotiations that had 
taken place, first, between the traffic manager for the fuel com- 
any, and, second, by the negotiations between the general 
trafic manager for the zinc company, who had general authority 
over the traffic managers of subsidiaries and sole jurisdiction 
0 negotiate with the Director-General. The zinc company called 
attention to the fact that when the claim was submitted to the 
Director-General June 3, 1920, by the general traffic manager, 
he referred to “our claim for reparation to our subsidiary, the 
Tulsa Fuel & Manufacturing Company.” In November of that 
year, the report said, the general traffic manager of the zinc 
‘ompany was advised that directions had been given to submit 
the claim on the Commission’s informal docket, and referred 
n his letter to the claim number given to the Tulsa company’s 
Claim. On December 21, in a form letter, the Director-General 
Said that final disposition prior to March 1, 1921, seemed doubt- 


UW, and suggested that the claim be filed with the Commission 
Mor to that date. 


In compliance with that suggestion the general traffic man- 
ager of the zinc company filed the claim and referred to the 
Mesnee fuel company, as being “our subsidiary, the Tulsa 
thewtacturing & Fuel Company.” Mackley said that that was 
pe Tst presentation to the Commission and was the beginning 
td center of the controversy. 

€ Santa Fe throughout treated the claim of the fuel com- 
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limits of many Texas points, including Burkburnett. The de- 
fendants contended that the rates were not unreasonable and 
that the commodity rate of 10 cents was established because a 
rate of 11 cents was established, effective May 20, 1922, from 
Burkburnett to Wichita Falls, a distance of 14 miles. They 
stressed the fact, said the Commission, that the fifth class rates 
charged were based on the scales prescribed in the cases men- 
tioned, for application between points in Texas and between 
Texas and points in other states, including Oklahoma. The Com- 
mission said the extent to which the fifth class rates under that 
scale had been or were generally applied in this territory on oil 
for short hauls such as that here involved, had not been shown, 
but that reference had been made to rates only 25 per cent of 
fifth class between points in southwestern territory for materially 
longer hauls. 

The switching limits of Burkburnett, the Commission said, 
were not definitely shown of record, but when the shipments 
moved the northern yard limits extended to the south bank of 
the Red River, to within approximately 4,400 feet of the Con- 
stantine refinery. It said that had the traffic originated on the 
south bank the charges would have been $6.50 per car prior and 
$9 per car subsequent to August 26, 1920. It said that for the 
additional haul of approximately 4,400 feet the average charges 
on the shipments were increased respectively $64.21 and $87.17 
per car, for services which the Commission said, were relatively 
simple. 

It found, as before set forth, that the reasonable charges 
would have been $9.50 before and $12.50 per car after August 26, 
1920, and $11.25 since July 1, 1922, and that the last mentioned 


charge should be established for the future. Reparation to the 
basis indicated was awarded. 


pany as the claim of the zinc company, going so far, Mackley 
said, as to make application for permission to refund, to.the 
Director-General, for submission on the Commission’s informal 
docket before March 1, 1920. 

In July, 1922, the Director-General, the report said, forwarded 
the papers to the Commission with the advice that he was un- 
willing to submit the case on the informal docket. The reason 
for declination of the claim, Mackley said, was not that it was 
barred by the statute, but because it had not been “conclusively 
shown that the rate charged was unreasonable.” 

Mackley said the Commission should hold that the claim had 
been filed, informally, January 8, 1921, by the zinc company as 
agent for the fuel company, and that the Director-General having 
had actual knowledge as to the identity of the claimant, the pur- 


pose of the Commission’s rule about disclosure of agency facts, 
was accomplished in fact. 


UNDUE PREJUDICE FOUND 


In a report on No. 13595, The Albert H. Buehrle Company 
vs. Baltimore & Ohio et al., and six sub-members against differ- 
ent railroads, evolving the same issues, Examiner Frank M. 
Weaver said the Commission should find rates on grain and grain 
products, from various points west of Youngstown, O., to desti- 
nations on the Franklin division of the New York Central, in 
the period between March and December, 1920, unduly prejudi- 
cial because of the Erie’s failure to accord transit at Youngs- 
town, on traffic intended for the Franklin division, while allow- 


ing transit on traffic intended for the same points, at Akron and 
Courtland, O. 


The Erie refused to accept shipments on transit rates to 
points on the New York Central’s Franklin division. It delivered 
traffic from Courtland, destined to the Franklin division, to the 
New York Central at Youngstown. The examiner said it pos- 
sibly delivered shipments from Akron to the New York Central at 
Youngstown. The shipments in question could not be hauled 
from Youngstown by the Erie, except by having the Baltimore & 
Ohio switch the cars to it, and then hauling the cars to some 
point of interchange between the Erie and the New York Central 
outside of Youngstown. The Erie’s transit rule restricted the 
transit privilege on grain to shipments outbound over the Erie 
or some of its specified connections. 


The examiner said the Commission should deny reparation 
because there had been no proof of damage. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner J. Edgar Smith, in a report on 
No. 14887, Midland Coal Co. vs. Fort Smith & Western, Arthur 
L. Mills, receiver, Director-General, et al., as to rates on four 
carloads of slack coal, shipped from Bokoshe, Okla., to Fayette- 
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ville, Ark., in March, 1919, over the lines of the Fort Smith & 
Western and the St. Louis & San Francisco. The allegation 
was that the rates were unreasonable and in violation of the 
long-and-short-haul provision of the act. 

A combination of $2.60 was imposed. Through error $3.60 
was collected. The Director-General admitted an overcharge 
of $1 per ton. There was a joint rate of $1.60 via the Midland 
Valley and Frisco, but the cars were delivered to the Fort 
Smith & Western, which had no joint rate. Smith said the 
complainants knew about that joint rate and admitted the cars 
should have been routed that way. He said they were not en- 
titled to claim reparation to the basis of a rate they did not 
use, nor to the basis of a rate subsequently established. 

Contemporaneously, he said, there was a rate to Seligman, 
a point 40 miles beyond Fayetteville, over the same rails in the 
same direction, of only $1.75. 

Smith said the rates imposed should be held unreasonable 
to the extent they exceeded $1.75 and reparation awarded to 
that basis. 


RATES ON COTTONSEED CAKE 


Dismissal of the complaint in No. 14565, Nara Visa Lumber 
Company vs. Director General, as agent, Rock Island, et al., has 
been recommended by Examiner Henry C. Keene, on a proposed 
finding that charges collected on three carloads of cottonseed 
cake, from Memphis, Tenn., to Nara Visa, N. Mex., were not 
unreasonable. The examiner said that, in 1918, owing to a 
serious drought in the southwest, the Director General author- 
ized the application of 50 per cent of the applicable rates on 
stock feed to that territory. When complainant’s shipments 
moved there was no commodity rate in force on cottonseed 
cake, from Memphis to Nara Visa, and charges were collected 
at 46.25 cents, or 50 per cent of the applicable Class B rate of 
92.5 cents. 

The examiner said the intermediate commodity rates con- 
temporaneously in effect to and beyond Elk City, Okla., aggre- 
gated 49 cents. On August 15, 1919, a commodity rate of 49 
cents was established from Memphis to Nara Visa. The shipments 
in issue moved in February, 1919. The complainant contended 
the 92.5 cent rate was unreasonable to the extent that it ex- 
ceeded 49 cents, and that, as stockmen received the benefit of 
the application of the 50 per cent reduction to reasonable rates, 
it was entitled to reparation to the basis of 50 per cent of a 
reasonable rate. The examiner said the Director General ad- 
mitted that the class rate was unreasonable to the extent that 
it exceeded 49 cents, but urged that the charges collected were 
less than reasonable for the service performed. The examiner 
concluded that the charges assailed were not unreasonable. 


REPARATION ON GASOLINE 


An award of reparation has been recommended by Examiner 
Leo J. Flynn, in a tentative report on No. 14121, Jewel Co., 
Inc., vs. Atchison, Topeka & Santa Fe et al., on a proposed 
finding that rates on gasoline, in tank cars, from Eldorado, 
Kan., Yale and Grandfield, Okla., to Canyon City, Colo., were 
unreasonable. The complainant alleged that the. rates on gaso- 
line shipped in tank cars, between March 1, 1920, and March 
7, 1921, inclusive, from and to the points named, were unrea- 
sonable and unduly prejudicial. The Commission was asked to 
prescribe rates for the future, but the examiner said the com- 
plainant had disposed of its plant at Canyon City and was only 
interested in reparation on past shipments. 

A statement of shipments on which reparation was sought 
showed that 7 carloads were shipped between July 28, 1920, 
and January 22, 1921, inclusive, from Eldorado to Canyon City. 
Six of the shipments moved over the Santa Fe and one carload 
over the Santa Fe and Rio Grande, the examiner said. Rates 
were assessed as follows: 69.5 cents on four carloads prior 
to October 1, 1920; 90.5 cents on two shipments that moved 
on December 11, 1920, and January 8, 1921, and 91.5 cents on 
a shipment that moved January 22, 1921. One carload was 
shipped on January 31, 1921, from Grandfield to Canyon City 
over the Rock Island to Amarillo, Tex., Fort Worth & Denver 
City to Sixela, N. Mex., Colorado & Southern to Pueblo and 
beyond over the Santa Fe. A rate of $1.12 was assessed on 
this shipment. One carload was shipped on March 7, 1921, 
from Yale to Canyon City over the Santa Fe on which a rate 
of 96 cents was assessed. 

The complainant contended that the rates to Canyon City 
should not have exceeded the rates contemporaneously in effect 
from the same points of origin to Pueblo and other Colorado 
common points, or, should not have exceeded the rates on fuel 
oil from the same points of origin to Canyon City by more than 
7 cents prior to November 30, 1920, and by more than 9 cents 
thereafter. 

The examiner said the defendants objected to the extension 
of the Colorado common point basis to Canyon City. To do 
so, they said, would result in a reduction of the rates to points 
in the territory west of the Colorado common point until Utah 
common point territory was reached. 

After reviewing the situation, the examiner made the follow- 
ing recommendation: 
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The Commission should find that the rates assailed wer 
reasonable to the extent that they exceeded the folrowing pl ai 
71 cents from Eldorado between December 11, 1920, and January 
22, 1921, inclusive; 75 cents from Yale on March 7, 1921, and $1 
from Granfield on January 31, 1921; that the rates applicable 
from Eldorado to Canyon City were not unreasonable or unduly 
prejudicial between July 28, 1920, and September 30, 1920, inclu- 
sive; and that the rates to Canyon City are and for the future 
pein rt Rpt yp bine that they exceed or may ex. 

- s from ado 
from Guenla or , 54 cents from Yale, and 90 cents 


FLUXING STONE RATES 


Examiner T. John Butler, in a report on No. 14485, Alan 
Wood Iron and Steel Company vs. Director-General, has recom- 
mended a finding that rates on fluxing stone, carloads, from 
quarries to the smelting plant at Swedeland, Pa., between June 
25 and November 7, 1918, inclusive, were unreasonable to the 
extent they exceeded 20 cents per gross ton and award repara- 
tion to that basis. The quarries are within the switching district 
of Swedeland. Prior to general order No. 28 the rate had been 
10 cents per ton. Under general order No. 28 it became 30 cents, 
In November, 1918, it was reduced to 10 cents, where it remained 
until August 26, 1920, when it became 14 cents. At the time the 
complaint was filed it was 13 cents. 


EDIBLE SYRUP REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Warren H. Wagner in a 
report on No. 14610, Steuart, Son & Company vs. Director-Gen- 
eral and Baltimore & Ohio, as to the rate on edible syrup, car- 
loads, from Long Island City to Baltimore, between May 1 and 
September 30, 1919, and charges were collected at the rate of 
22.5 cents. The examiner said the Commission should find that 
rate unreasonable to the extent it exceeded 15 cents and award 
reparation to that basis. The complainant contended the rate 
was unreasonable to the extent it exceeded 15 cents, the con- 
temporaneous rate from Long Island City to Baltimore via other 
lines, also under government control. 


IRON PIPE FITTINGS CASE 


An order of dismissal has been recommended by Examiner 
Warren H. Wagner in a report on No. 14772, General Fire Ex- 
tinguisher Company vs. Director-General, on a finding that the 
fifth class rate imposed on two carloads of iron pipe fittings 
shipped between December 11, 1919, and January 30, 1920, from 
Auburn to South Providence, R. I. for export during federal 
control was not unreasonable. The rate was 9 cents. The 
complainant contended the service performed was in the nature 
of switching and that the charge should not have exceeded $7.50 
per car. 


AUTOMOBILE CASE DISMISSED 


Examiner Warren H. Wagner has recommended the dis- 
missal of No. 14685, Dallas Transfer Company vs. Southern 
Pacific et al., on a finding that the charges assessed on two 
carloads of automobiles from Dallas, Tex., to Los Angeles, and 
the applicable “two-for-one” rule applied on shipments made 
in May, 1922, were not unreasonable. The examiner said no 
attack was made against the rate as such. The entire case, he 
said, related to the application of the “two-for-one” rule. He 
said that neither of the cars furnished had been loaded to the 
prescribed minimum and that the charges assessed were prop- 
erly imposed and not unreasonable. 





PINE POLE REPARATION 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner Paul O. Carter in a report on 
No. 14698, Western Electric Company vs. Director-General et al., 
as to the rates imposed on five carloads of creosoted yellow 
pine poles shipped from Mobile, Ala., to Barnett, Sandersville, 
Poplarville and Purvis, Miss., between May 15 and June 12, 
1919. The charges were collected on a basis of the applicable 
sixth class through rate of 51.5 cents to Barnett and Purvis, 45 
cents to Sandersville and 50 cents to Poplarville. Contempo- 
raneously, the examiner said, there were in effect combination 
rates of 15.5 cents to Barnett and Poplarville and 14 cents to 
Sandersville and Purvis. In December, 1920, the through rates 
were canceled, leaving in effect the combination. Reparation 
was asked as to the basis of the combination, and Carter 80 
recommended. 


LIMEROCK REPARATION 


An award of reparation on a finding of unreasonableness 
has been recommended by Examiner E. L. Gaddess in No. 14568, 
Amalgamated Sugar Company vs. Director-General and Oregon 
Short Line et al. He said the Commission should find the rates 
applicable on limerock from Lime Spur, Mont., to Ogden and 
Lewiston, Utah, between November 1, 1919, and January 4, 
1920, unreasonable to extent they exceeded $3.20 per net ton 
and award reparation to that basis. The applicable rates, he 
found, were combinations on Butte, of $3.50 to Lewiston, and 
$3.90 per Ogden. 
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the law, is not a disinterested tribunal but is composed of three 
representatives of the carriers who usually vote in favor of the car- 
riers and three representatives of the employes who usually vote in 


favor of the employes in matters presented for consideration, leaving 
1 The committee appointed by the Executive Committee of 2 the three remaining pogumers. wae are representatives of the pub- 
2 the National Industrial Traffic League, to submit to President Cc The "ees —~§ opposes the policy of having the government 
d Coolidge the League’s views on railroad legislation and railroad intervene for the purpose of determining the terms and conditions of 
2 UR ceptions, constnting of 2. ME, Behevite, B.C, Teieetent ood Siler ponied at ter the’ Labee Beant het tot cxosapiished ts 
- Joseph H. Beek, conferred with the President October 4. The good results which its advocates had predicted for it, that it had not 
. members of the committee said the conference was most sat- prevented strikes, nor had it stopped strikes when they had been 
isfactory. ’ started. 
: © The league believes that the artificial wage scales maintained by 
The committee commented to the President on the perform the national body for railroad labor operate to create unrest in labor 
ance of the railroads in recent months, and said the record of conditions affecting private industry. : 
UE eibiovement on the part of the Toads hed demonstrat (eer inbor tins euntiansl by the Uabse Board detest ihe tev 
were functioning in an efficient manner. The President was supply and demand has been an important factor in creating the 
m : legis- ‘ 
“ informed that the League would strenuously oppose any leg serious crisis which has confronted the farmers of the country. 
of lation of a radical character that would interfere with the con- —_—_— 
. tinuance of such performance. RAIL EXECUTIVES DELAY POLICY 
The committee informed the President the League was op- The Trafic World New York Bureau 
ne posed to compulsory consolidation of the railroads, and to any ‘ ere apse aaa 
“ set plan for arbitrary consolidations, and that it favored amend- The board of directors of the American Railway Associa- 
ed ment of the act so that voluntary consolidations could be effected tion, which met September 29, to review the accomplishments 
he with the approval of the Commission. The League’s opposi- of the last few months, decided to postpone, until some time 
tion to the Railroad Labor Board was outlined to the President later in October, a declaration of policy with regard to legisla- 
and reasons given why it thought the board should be abolished. tion and other matters. This meeting will be preliminary to 
Other changes the League believes should be made in the’ the annual meeting on November 6-7, when the association will 
| interstate commerce act were outlined to the President. Among make its public announcement on legislation previous to the 
on these were proposed changes so that state commissions wouli opening of Congress on December 2. 
1a have the opportunity of passing on the reasonableness of intra- According to reports placed before the executive committee 
e2- state rates before they should be increased as the result of of the association, the railroads apparently had met their effi- 
ar: orders of the federal Commission, and repeal of the recapture ciency objectives on September 30, the date set last April. A 
= clause of the rate-making section. statement issued by the board after the meeting read as follows: 
Bas Members of the committee said the President asked a great : 

A * * The car loadings have far exceeded the estimates made at the 
we many questions and showed that he was informed on the rail- tine of the adoption of the April 5 program. The loading from Janu- 
an road situation. ant A : oe os ya ara - oy ~ 25.181,368 cues, 
: : : ’ which was 65, a cars in excess 0 e loading in e same perio 
con- After leaving the President's office, Mr. Beek, on behalf of 1922, 7,407,172 cars in excess of 1921 and 3,248,151 in excess of 1920. 
‘her of the committee, made public the following statement: One of the great problems every fall has been the movement 

j of coal = - ry en hg yg hee — i ged of — 
ittee, consisting of J. M. Belleville, Pittsburgh, Pa., chair- Of Coal has been dumped from January 1 up to date of any year o 
nur executive committses R., Cc. fae Houston, Texas, it oe ae program for lake coal movement being met 
chairman of the legislative committee, and Josep . Beek, executive ° é 
iid secretary of the National Industrial Traffic League, conferred with |, The i ae ane Fe me, gp pot ag Mages —. Le a = 
— je — today and gave Tom the Seeger s Views on sateen’ country, and particularly in the agricultural sections of the West 
EX a i izati t till umber of bo tored awaitin in 
he National Industrial Traffic League is an organization made where there_are s an er x cars stored awaiting gra 
, the up z ‘individuals, firms and corporations—shippers and receivers of movement. It developed —- were some slight shortage in a few 
tings freight—and numerous chambers of commerce, boards of trade, and Places, but not of any moment, 
from other commercial — et ———. bg my —_— 
rtments. The members are represented in the organization by their 
eo traffic men—men nen - bcc ngs g B nag oe “4 a —— CHAMBER CONSOLIDATION REPORT 
e of business are careful students o e so-called railroad problem. . 
ature The league represents thousands of shippers, distributed generally ’ ; Toe Fue es en: Sarees 
$7.50 Geoughout el comer? — . vere poe empty Red B..g Shane. The railroad consolidation committee of the transportation 
l Zee COTeres Sy ee eee, ee eee ee , conference of the Chamber of Commerce of the United States 
interested in transportation service and, by reason of their training 
and experience, pony particularly well qualified to discuss the needs of met in Washington, October 1, to draft its report. The report 
We rallroady a= — i dis eeaianialh. ii. Stiid eten ale was practically completed except that some parts are still 
€ committee pointe ou Oo e e e at, r 3 3 
dis- months just closed, the railroads have handled the largest volume of to be put into language. One more meeting of the ames 
> dis tonnage they have ever handled during any corresponding period. May be necessary. As now drafted, the report points out the 
ithern — May 15, the ee SS A oe Maga Be ge MS pega A — advantages to be obtained from consolidation properly brought 
lion cars per week, except 1n ose weeKs W nc an = : : 
2 or: wide holiday. Several times in that period the highest carloading ear Mpa gy against compulsory consolidation, and is so 
S$, an records in the history of the railroads have been surpassed. wor as not to be an endorsement of the plan of consolidation 
made On October 1, 1922, the railroads had a net car shortage of 130,325 in the present law, which provides that the Commission must 
iid no cars, On January 1, 1923, the railroads had a net car shortage of make a plan for general consolidation in accordance with which 
se, he approximately 60,000 cars. On May 15 this car shortage had been all voluntary consolidations must be made 
A entirely eliminated and there was a net surplus. This surplus had ye ; F 
e. He been increased in the face of an abnormally heavy traffic. In the Carl R. Gray, president of the Union Pacific Railroad, chair- 
to the on pgp — = zoos: time the railroads have a net man of the committee, presided at the meeting. The other 
) ee This record of achievement on the part of the railroads has dem- ™Members are Henry Bruere, vice-president of the Metropolitan 
onstrated that the transportation facilities of this country are func- Life Insurance Company, New York; J. A. Carpenter, president 
— in an efficient manner, and the National Industrial Trafic of the Kansas City Paper. House; Kansas City; Clyde Dawson, 
asue will strenuously oppose any legislation of a radical chara r a 
Which would interfere with the continuance of such performance. Denver; W. N. Doak, vice-president of the Brotherhood of Rail- 
, The committee expressed the opinion that the transportation act road Trainmen; Howard Elliott, chairman of the board of the 
anne Weise, Upon the whole, an important and constructive piece of Northern Pacific; John E. Oldham, of Merrill, Oldham & Co. 
rt 0 ation, an at some o Ss provisions have contribute te) e “4 J / 
aoe al. ability of the railroads to achieve the splendid results pointed out. Boston; H. A. Palmer, editor of The Traffic World, Chicago; 
“ The committee expressed the opposition of the league to any legis- Samuel Rea, president of the Pennsylvania Railroad system; 
er tiga Jooking to the compulsory consolidation of the railroads, and as and A. W. Smith, special counsel, United States Railroad Ad- 
’ oppose oOo any se an tor arbitrary conso ations in accord- e 4 : 
ae 12 ane with which future consolidations ‘must’ be made. The league Ministration; G. W. Simmons, president of the Winchester- 
plicable 7 ~~ elimination of the provisions of the act i the yroumel- Simmons Company, St. Louis; John P. Wallace, editor of Wal- 
gf a plan for consolidating all of the railroads o e country lace’s Farmer, Des Moines; and Thomas E, Wilson, president 
is, 45 into a limited number of systems, and the substitution therefor of a “ oe 4 
canal * provision authorizing the Interstate Commerce Commission to ap- Of Wilson and Company, Union Stock Yards, Chicago. 
bination hg the wuntary | ergy romance = bys —. _ = ca yma OO — 
1 me, where ey are foun Oo be in e pu ¢c interest an 
cents to not to unduly lessen carrier competition. ’ BUDD SEES COOLIDGE 
h rates th The committee also expressed to the President the opposition of ' 
tee a ot ramen to wae 4 Rg — — te — the market value The Trafic World Washington Bureau 
securities a basing value for rate making purposes. : 
ot 50 “ he committee suggested other changes in the fa = law. It Ralph Budd, president of the Great Northern, discussed the 
ralron eented that the aw be omnended a0 as, to provide Chat state agricultura] and railroad situations in the northwest with Presi- 
ommissions should have opportunity to pass upon the rea- dent Coolidge, October 4. After the conference he expressed 
‘nableness of intrastate rates before the same should be increased i f ~ © D 
. the result of orders of the Interstate Commerce Commission; the the belief there would not be a car shortage in the northwest.. 
_ activitce A suggestion Pg Ay | \- ne — * cloner correlation of He said the Great Northern had plenty of cars and locomotives. 
en etween e State an ederal regulatory es, 
4568, “ They also. efveonte the repeal ef the ao-onllen vecemture cause “© te rate Hate aaa he said the northwestern roads had made 
O. a“ eanve 8tound that it penalizes prosperity and takes away from the all the reductions they could make and that further cuts in 
i — ° any cere - its cornings. on ng aps ang years without making rates would impair the service. 
ra ion for recouping its losses during lean years. .* 
send an bor 8 of the principal subjects presented related to the Railroad = _ the eaten ot the tg hc were only approxi 
4 4 lition @rowtd-, The league has gone on record as advocating the abo- mately 40 per cent higher now than ten years ago and that 
i tion Al besa and the sunativatton, of a oe ee = age rates generally were on a lower level in the northwest than in 
- ne nef -Onciliation w proper provisions ng authority to ‘ : : 
- os, he ralcer disputes between all classes of railroad employes and the Other parts of the country. Mr. Budd said railroad executives 
a 7 a 8. The committee states that the board, as constituted under generally were favorably impressed with the fact that the Presi- 
ston, 
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dent was getting the viewpoints of the executives on the rail- 
road situation. Among the executives who have been to see 
the President at the White House recently are Daniel Willard, 
of the Baltimore & Ohio; Hale Holden, of the Burlington; 
Alfred P. Thom, of the Association of Railway Executives; 
Howard Elliott, of the Northern Pacific, and W. L, Mapother, of 
of the Louisville & Nashville. 


REPEAL OF SECTION 15A 
The Trafic World Washington Bureau 


President Coolidge has given no thought to the question of 
favoring a repeal of section 15-a of the transportation act, it 
was declared at the White House September 28 by a high spokes- 
man for the President, when a newspaper report to the effect 
that the Coolidge administration had decided to urge repeal of 
the section was brought to his attention. It was said the 
President did not know of such a decision as that nor had he 
seriously discussed or turned his attention to that subject. It 
was said that the President had talked with railroad presidents, 
organized labor leaders and government officials, but that, so 
far as he knew, no decision had been reached with regard to 
repeal of the rate-making section. The newspaper report in 
question said Senator Cummins had been won over to favoring 
repeal of section 15-a. The senator is in Des Moines. He has 
been one of the strongest advocates of keeping section 15-a in 
the law. It is understood, however, that he does not now feel 
it so important to retain that section. 


REDUCTIONS ON EXPORT WHEAT 


The Trafic World Washington Burcau 


After Howard Elliott, chairman of the Northern Pacific, had 
called on President Coolidge, at the White House, October 2, a 
high spokesman for the President said the President had in- 
quired of Mr. Elliott as to the possibility of the railroads making 
some reduction in the rates on export grain. It was said Mr. 
Elliott informed the President he thought such a _ reduction 
might be helpful to the farmer. The spokesman for the Presi- 
dent added, however, that he did not know that that expression 
on the part of Mr. Elliott meant that that was his mature judg- 
ment, nor whether Mr. Elliott felt such a reduction would be 
fair to the railroaods. It was said the President knew Mr. 
Elliott when the latter had charge of the New Haven, in Massa- 
chusetts, and that Mr. Elliott came in to pay his respects. 

The President took the occasion, it was said, to inquire 
into the business situation in the Northwest. It was said Mr. 
Elliott informed the President there were plenty of cars in that 
region, but that there was a possibility of a car shortage west 
of the Rocky Mountains, indicating general prosperity beyond 
the mountains. It was said Mr. Elliott recognized the diffi- 
culties faced by the farmers in the wheat regions. 

On leaving the White House, Mr. Elliott, in talking to news- 
paper men, said the need of the farmer was not lower freight 
rates, but more adequate railroad service. He said there were 
two ways in which to operate the railroads—government owner- 
ship and operation, or for the people to pay the railroads: under 
private operation enough money to enable them to live and 
provide adequate service. He said he favored voluntary con- 
solidation of the railroads, with the roads being given an 
opportunity to effect consolidations. He indicated he did not 
favor consolidations according to a fixed plan. 


FELTON ON WHEAT RATES 


The possibility of relief for the wheat farmer through a 
reduction in wheat rates was looked upon as extremely doubtful 
by S. M. Felton, president of the Chicago Great Western, in an 
address delivered before the Grain Dealers’ Association, at 
Des Moines, on October 3. It was doubtful, he said, if any pos- 
sible reduction of export wheat rates would serve to bring 
American wheat into competition with foreign wheat in 
European markets. He declared that he knew from personal 
observation in Europe, from whence he had just returned, that 
crops are excellent in France and Great Britain and that both 
Canada and the Argentine had great exportable surpluses. The 
reduction of freight rates, he believed, would simply result in 
a reduction of the European price of foreign wheat so that the 
farmer in this country would not receive any better price for 
his product. 

Commenting on the difficulties of the farmer and the great 
disparity between the prices of his product and the things that 
he had to buy he said: 


Western railways are suffering now from conditions directly 
comparable to those from which the grain farmers of this terri- 
tory are suffering. The grain farmer is receiving higher prices 
than he did before the war, but the increase in the prices of the 
things’ he has to buy has been relatively greater than the increase 
in the prices of the things-he has to sell, and in consequence, he is 
worse off. The western railways likewise are receiving higher rates 
then before the war, but the cost of the things they have to buy 
has _ increased so much more than their rates that they also are 
much worse off than in past years. 

It is contended with great ungency that railway rates should be 
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reduced to give relief to the grain farmers. But the railways can 
contend that the wages, prices and taxes they must pay should 
be reduced to give them relief, and with just as much justice as the 
farmers can contend that the railway rates, wages and prices they 
must pay should be reduced in order to give them relief. How can 
the railways reasonably be asked to reduce their rates further as 
long as the wages, prices and taxes a must pay remain so high? 

Most of the western lines that are large carriers of grain could 
not, while present high operating costs and taxes prevail, reduce 
their rates on grain without many of them being thrown into bank- 
ruptcy, unless at the same time advances were made in the rates 
on many other commodities. It has been proposed by some very 
prominent public men, who recognize this fact, that a general read- 
justment should be effected by reducing the rates on grain and ad- 
vancing rates on other commodities. I do not think railway executives 
would oppose adoption of some plan of readjustment if they were sure 
it would not result in a reduction of their net revenues. But before 
any reduction of their rates on grain was decided upon the other 
commodities upon which rates were te be advanced and the exact 
amount of the advances to be made should also be definitely decided 
upon, for otherwise nobody would be able to anticipate the effects of 
the proposed readjustment. 


The workings of the National Transportation Institute were 
explained by Sidney Anderson, member of Congress from Min- 
nesota, to the Grain Dealers’ Association, at Des Moines, Octo- 


-ber 3, who said that he wanted to interpret the Institute in 


terms of what happened at the recent election in Minnesota, 
Minnesota people, he declared, were no different from people in 
other parts of the country, he said, but their outlook on the 
railroad problem is distorted because they only see the railroads 
there under conditions of economic distress with the picture dis- 
torted by all sorts of propaganda. 


The purpose of the National Transportation Institute, he 
declared, was to uncover the facts so that people all over the 
country could see the carriers and their problems in the true 
light, and not piecemeal or through the distortion of propaganda. 
He then outlined the various phases of transportation and indi- 
cated that the Institute was gathering facts on them so that 
sound opinions could be formed. 


RATES ON FARM PRODUCTS 


A reduction of at least 25 per cent in the freight rates on 
everything the farmer buys and sells was urged in a letter 
sent by Representative Martin L. Davis, of Ohio, to President 
Coolidge and made public by Mr. Davis October 1. He also 
urged a material reduction in the tariff rates on everything 
the farmer must buy. As to freight rates he said: 


It appears that the Secretary 
mended a reduction of 25% in freight rates on agricultural 
products intended for export. This would help to a small degree 
but I fear that its benefits would be almost invisible. 

hat the farmers of this country need is a reduction of at 
least 25% in freight rates on everything they buy and sell, and 
it would be highly desirable if this reduction could be made 
35 or 40%. High freight rates really now stand as the greatest 
blight on the agricultural industry of this country. ; 

The farmer is the only one I know of who pays the freight 
both ways. The freight is deducted from the selling price of his 
produce and is added to the cost of everything he buys. Everyone 
else who has anything to sell includes the freight in his costs 
and collects it from the buyer. 


It may be that such a severe reduction in freight rates 
would be more than the railroads could justly bear. Their is 4 
logical answer to that objection, however, if it is a valid one. 
The loss in revenue to railroads could be offset by increasing 
the freight rates on luxuries of all kinds. The Interstate Com- 
merce Commission could determine what articles should be 
classed as luxuries and increase the rates accordingly. 

I realize that this problem would come before the Interstate 
Commerce Commission, and yet I am sure an urgent request 
from the President of the United States to that body to consider 
such a proposal would receive prompt attention. If there is not 
sufficient legal authority for such procedure, I am sure Congress 
would give your recommendation earnest and sympathetic con- 
sideration. 

I doubt if there is anything that would have such a tre- 
mendous and far-reaching beneficial effect on the farming indus- 
try of the nation as a large reduction in freight rates on farm 
gai and the necessary machinery and materials which farmers 

uy. 


of Agriculture has _ recom- 


STEEL CASE HEARING POSTPONED 


Hearing in Docket No. 15110, Jones & Laughlin Steel Cor 
poration vs. B. & O. et al., set before Examiner Witters 1 
Pittsburgh, for October 18, has been postponed to a date to 
be hereafter fixed by the Commission. It was indicated by the 
Commission that this postponement was due to a conflict ib 
dates. The case has aroused wide interest among steel 10 
terests, especially in Illinois (see Traffic World, p. 764). 





CHANGES IN DOCKET 


Hearing in I. and S. 1914, green salted hides from Laurel, 
Miss., to Cairo, Ill., and Docket No. 14867, Cairo Hide & Fu 
Co. vs. Gulf & Ship Island et al., set before Examiner Gault, at 
Cairo, October 8, has been canceled. 

Hearing in I. and S. 1891, concentration charges on cotton 
at Memphis, Fast St. Louis and points in Arkansas and Mis 
souri, etc., set before Examiner Keeler, at Little Rock, Ark., 
for October 11, has been canceled. 
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October 6, 1923 


SHORT LINE MEETING 


Railroad valuation and the possibilities of impending legis- 
jJation occupied the first day’s session of the annual meeting 
of the American Short Line Railroad Association, at Chicago, 
October 3. The day’s discussion culminated in the unanimous 
adoption of a set of resolutions expressing sympathy for the 
farmer and denouncing, in emphatic terms, the machinations 
of radicals and others who seek to lay all the blame for every- 
thing on the shoulders of the carriers. 

The discussion of impending legislation was opened by Bird 
M. Robinson, president of the association, who outlined the 
situation in the Senate and House of Representatives, as re- 
gards the attitude of various groups toward the railroads. He 
stressed the need for intelligent and concerted effort to combat 
the serious threat of radical groups to effect government owner- 
ship of the carriers by the passage of legislation which amounts 
to confiscation. 

E. D. Luce, of the Electric Short Line Railway of Minne- 
gota, spoke of the radical activities in Minnesota and the dan- 
gers of its spread. The situation resulted, he said, from the 
difficulties of the farmers and ignorance of the real situation 
of the carriers. H. W. Purvis, of the Georgia & Florida, and 
R. S. Henry described public relation work in the South that 
was serving to set the case of the carriers before the people in 
its true light, and was producing excellent results in effecting 
co-operation between the carriers and the shippers. 

J. L. Nisbit spoke of the necessity of continuous effort to 
gain good will and intelligent understanding of the carriers’ 
problems and said that the necessity for such work made it 
an integral part of good management. 

C. C. Cary, of the Christie & Eastern, spoke of the tendency 
in many places for thoughtless merchants and others to use 
the freight rate as a convenient excuse for all increase in 
prices, and illustrated the good results which followed educa- 
tion of the people as to the very small part the cost of trans- 
portation actually was in the price of commodities. 

The problem of valuation was discussed from the legal 
standpoint by Judge E. M. Carr, of the Manchester & Oneida. 
He explained the constitutional aspects of the situation and 
the attitude of the courts to show that, in the last analysis, 
the courts were the only body empowered with the ability to 
say What the value of the carriers were. M. A. Zook, of the 
Montana, Wyoming & Southern, stressed the importance of the 
carriers making adequate proof in all proceedings before the 
courts and before the Commission. The problem of the ascer- 
tanment of depreciation in valuation work was discussed by 
W. L. Seddon, of the Macon, Dublin & Savannah. 

Ben B. Cain, general counsel for the association, reviewed 
some recent decisions of the Commission particularly affecting 
valuation. Carriers should be valuated as going concerns, he 
declared, and stated that the Commission was gradually estab- 
lishing decisions which would form the foundation for all carrier 
valuation problems. He analyzed the opinions of several of 
the commissioners, and stated that the theories of value advo- 
cated by Donald Richberg, and others of the LaFollette group, 
were Marxian propositions. 


Resolutions Adopted 


The resolutions adopted unanimously 


at the end of the 
first day session were as follows: 


Whereas, The majority of the short line railroads in this country 
are local community enterprises, and their welfare and future success 
's intimately bound up with the prosperity of the agricultural and 
faming population of the United States, as well as mining, lumber 
and other productive interests. 

ow, therefore, be it resolved, That we go on record as being in 
full sympathy with any sound and well-conceived measures of public 
Policy or legislation which will truly and wisely promote the success 
of agriculture and other productive industries, as lying at the founda- 
tion of the prosperity of this nation; and will give our earnest sup- 
port to any wise public policy to that end. 

However, be it further resolved, That the country generally, and 
the farmers in particular, be solemnly warned that the most vital 
element in their success and prosperity depends on adequate and 
‘ficient transportation; and that this association go on record as 
denouncing in emphatic terms those untruths, and half-truths which 
are worse, that are spread by ill-informed or designing persons and 
radical elements in our body politic, which seek to lay the blame in- 
discriminately on the railroads for those ills from which certain 
‘lasses of our farmers are_ suffering. 

Be it further resolved, That it ought to be obvious to any thinking 
jo that the plight of the wheat farmer, for example, is principally 
pes 0 the overproduction of the world’s supply of wheat and the 
epleted ability of the European market to buy our products, and 
fat we protest to the public that any shortsighted and misguided or 
pifiscatory legislation against the railroads can only result in break- 
ng down the carriers upon which their prosperity depends. 

t The real need of this country is for more and better facilities of 
antsportation, and the policy of the nation should be one of encour- 
fement instead of discouragement. 

e it further resolved, That. in the opinion of this association, the 
preatest opportunity for the relief of the farmer lies in the improve- 
pe of the facilities of collection, distribution and marketing of his 
by ucts, in order that the spread between the prices which are paid 

™ consumer and which are received by him may be lessened. 
coat h Country should not lose sight of the vital fact that the direct 
the of labor takes more than one-half of all the money collected from 
he Public by the railroads, and the further cost of labor entering into 
sorb pense of coal and other supplies required by the railroads, ab- 
uUros at least one-half of the remainder. 
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The country should clearly understand, however, the unfairness 
toward the farmer in the disparity from which he suffers when he 
has to work twelve to sixteen hours per day to care for, feed and 
milk fourteen cows, to make enough money to pay one union laborer in 
the cities for one day’s work of only eight hours to produce some 
necessity which he must use on his farm. 


In the judgment of this body it is impossible to get both milk 
and beef from the same animal. 
Pomerene Speaks at Banquet 


The dangers of government ownership, the failure of federal 
control, the difficulties of consolidation, the need for facts as a 
basis of public opinion and the plight of the short lines were set 
before the convention, at a banquet on the night of October 3, 
tendered by the Traffic Club of Chicago. The principal address 
was made by Atlee Pomerene, ex-senator from Ohio, and one of 
the committee which drafted the Transportation Act of 1920. 
He gave a scathing denouncement to the politicans and others 
who were trying “to make the facts conform to their theories” 
in dealing with the carriers and in attempting to force govern- 
ment ownership. 

“It takes practical men to operate railroads just as well as 
any other business,” he said, “and 26 months of government 
operation under federal control should have been enough to 
convince even the Director-General of this.” He then cited how 
it took almost half a million more men to operate the carriers 
under federal control than under private ownership and added: 
“If government operation should have continued for five years 
longer, as was advocated by Mr. McAdoo, there would not have 
been enough of the carriers left to have made it worth while to 
appoint a receiver.” 

Government purchase of the carriers, he said, would result 
either in vast increases in taxes and the public debt or in greatly 
increased traffic rates. Reformers and radicals, he said, should 
mention these things to the farmers in advocating government 
purchase of the carriers. 

He then traced the earnings of the carriers under federal 
operation and their recovery under private control. He pointed 
out how the Director-General had immediately increased wages 
on taking over the carriers and had failed to advance rates to 
correspond. 

“The result,” he said, ‘was the huge deficit at the end of 
the first year. And the reason is that it was popular to advance 
wages and it was not popular to advance rates to correspond.” 
It was the usual thing, he explained, for politicians to adopt the 
popular policy, while in private business things were done when 
the — came for them to be done whether they were popular 
or not. 

He then took up a defense of the Esch-Cummins act, par- 
ticularly with reference to the two points most under attack, the 
rate-making section and the labor provisions. The provisions 
for an adequate return to the carriers were necessary, he 
said, in order to fix what would be a fair rate. He defended 
the clause which provided for the recapture of earnings over a 
fixed amount, and asked what other provision would be possible 
in view of the fact that it was impossible to fix rates which 
would make the same return for all carriers. 

Speaking of the valuation of the carriers he said that he be- 
lieved when it was completed they would show a value of nearly 
twenty-five billion dollars, rather than the present tentative 
figure of the Commission. 

He stressed the need for the Railroad Labor Board and 
declared that it was the only means of setting up some method 
of controlling strikes and lockouts. 

“A government which can not step in and control a strike 
or a lock out is not worthy of the respect of the people,” he said. 
Penal provisions had been in the senate bill he said but failed 
to get through the house. But another strike, he indicated, 
could only result in penal provisions being provided which would 
give the board power. 

He declared that he favored voluntary rather than com- 
pulsory consolidation. “Compulsory consolidation would fiood 
the dockets of every court with endless litigation,” he said. 

“Our railroad system may not be everything that it should 
be,” he said in conclusion, “but it is the best manned, the best 
operated and furnishes better and cheaper transportation than 
the railroads of any other country.” 


Consolidations Discussed 


Henry A. Palmer, editor of The Traffic World, spoke briefly 
on railroad consolidation. He urged that the members of the 
association and all others considering the problem look at it, 
not from the narrowly selfish point of view, but from the broad 
view of what was best for the country and, therefore, in the 
long run, for their own selfish interests, in the larger sense. 
He pointed out that sentiment was coming to the view that 
consolidation not only should not be compulsory, but that the 
present law requiring the Commission to lay down a definite 
plan for consolidation of all the railroads, with which all vol- 
untary consolidations must be in accord, should be amended 
to provide merely that consolidation should be permitted on 
application of interested lines, under the supervision of the 
Commission. All that could be accomplished under any sort of 
voluntary consolidation, he said, could be accomplished under 
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this simple plan. He said Senator Cummins was now of this 
view, though the senator still thought that compulsory consoli- 
dation should be attempted if this sort of voluntary consolida- 
tion did not bring results. He said the National Industrial 
Traffic League had for some time favored this simpler plan and 
that the railroad consolidation committee of the U. S, Chamber 
of Commerce was now of that mind. He said the present law 
for a definite plan of consolidation was only a step toward 
compulsory consolidation, which he condemned utterly. 


He said consolidation, naturally and properly brought about, 
would be beneficial from many points of view, though there 
would still, under any plan, be strong and weak systems and 
there would still be the problem of a level of rates that enabled 
some carriers to make money, while others starved. He said 
that for this there was only one answer. After everything 
under the present law and under provisions that, perhaps, 
might be added to the law to equalize revenue under a reason- 
able or even liberal level of rates, had been done, if there were 
still railroads that could not live, such roads must go through 
the process of receivership and reorganization on a basis on 
which they could live. 


Bird M. Robinson, president of the Short Line Association, 
declared that the short lines were going to demand the respect 
of the other carriers. He pointed out how the short lines were 
the ones which developed the new country and indicated how 
the large systems of. the country had been built up of consolida- 
tions of short lines. 

One hundred and thirty-one railroad systems, he said, are 
now composed of what was once 4,505 short lines. The Baltimore 
& Ohio contains 250 short lines and the New York Central sys- 
tem 272. 

He declared the transportation act to be the best piece of 
carrier legislation ever enacted and characterized government 
operation under federal control as a colossal failure, which 
should be a lesson to people who listen to the vociferous demands 
of radicals and others for legislation which is intended to force 
the carriers into government ownership. 

“The politicians want to be elected,” he said, “and they are 
willing to take a gambler’s chance on being elected on a railway 
issue.” He declared that McAdoo had caused the railroads to be 
taken over more because he wanted to be President than because 
he wanted better transportation. 

The work of the National Transportation Institute and the 
need for gathering facts about the transportation problems of 
the country were outlined in the talk by John W. Gorby, director 
of public relations of the institute. He declared transportation 
to be one of the most vital needs of life itself and one of the 
greatest elements of value in everything we have. 

“There is great need to lay the truth before the people,” he 
said. “If stump speakers could have settled the transportation 
problems of the country they would have been settled long ago.” 

“The country has never had a settled, definite transporta- 
tion policy,” he said, “and it is the hope of the National Transpor- 
tation Institute to lay the facts before the people so that one 
may be formulated.” Investigations were under way, he said, 
which were to determine an index number for freight rates so 
that the relation between freight rates and raw materials or 
finished products could be determined. Other investigations 
would determine a basis for valuation and indicate the output 
per worker for railroad labor over a period of years, he said. 


Per Diem Matters Considered 


The problem of the per diem charge on freight cars was 
the first subject up for consideration before the Short Line Asso- 
ciation, October 4, and produced a more lively discussion than 
any other matter considered by the meeting. A wide divergence 
of views was developed, due to the varying circumstances on 
many of the member lines. Several lines cited instances of 
severe hardship with relation to per diem charges and indicated a 
desire for relief of some sort, extending in some cases so far 
as a demand for free time on certain short lines. Other lines 
strenuously opposed any seeking of favoritism of this nature. 
It was decided that the best way to handle the problem would 
be through the appointment of a large committee on which 
would be representatives of all kinds of lines, those operating 
as stub lines, as short trunk lines, as connecting lines and in 
other capacities. This committee was instructed to collect data 
and instances of hardship from the carriers and to make a scien- 
tific study of the whole situation, evolving, if. possible, some 
solution which would be equitable and agreeable to all. parties. 

Discussion of the part of the transportation act which pro- 
vided for the recapture of excess earnings resulted in the pas- 
sage of a motion to the effect that the association take no posi- 
tion at present with regard to the recapture clause, but that 
they get behind, instead, the attempt of the carriers to obtain 
fair valuations upon which earnings were to be computed and 
rates fixed by the Commission. The discussion on this subject 
brought out the close relation between this problem and the 
problem of valuation, and the obsolescence and amortization 
problems of the short line carriers. There was a somewhat gen- 
eral desire for the elimination of the recapture clause and, in 
some instances, even for the whole of Section 15a of the trans- 


portation act. But set over against this was the fear of prac. 
tically everyone that if the transportation act were opened in 
Congress more harm than good might result from the changes 
which would be attempted by radical elements. It was also 
pointed out that an attempt to gain the repeal of this clause 
might be taken by the public, and haled with great glee by the 
radicals, as an attempt of the carriers to escape with fat profits. 
The widespread belief that the provisions of the transportation 
act were a guarantee of earnings for the carriers rather than an 
expression of what Congress deemed adequate return on the 
investment, was clearly indicated in the discussion. 


Instances were cited in the discussion where valuations on 
which earnings were computed were less than the bonded in- 
debtedness of the carrier, and the result was that payment of the 
excess earnings might have to be made out of capital account. 
Opinions as to what was the best attitude of the carriers varied. 
One group was inclined to believe that low valuations were in- 
escapable and that, therefore, the recapture clause would have 
to be eliminated, while others took the view that recapture of 
excess earnings would not be objectionable, provided the valua- 
tions were adequate. 

A discussion followed on the problem of the creation of an 
amortization or depreciation account in the Commission’s ac- 
counting methods, in order to solve the problem of some of the 
lines, whose peculiar position placed them so that within a few 
years they would have served their usefulness following the 
exhaustion of the sources of their traffic. Such carriers as these 
are those which tap timber tracts, mine or oil areas, and other 
sources which are likely either to decrease or to vanish. It 
was also indicated that the recapture of excess earnings worked 
a hardship on many roads of this character. The sense of the 
meeting was that a concerted effort should be made to place evi- 
dence before the Commission in the hearing which will be held 
on this subject, November 3. 


Views on Consolidation 


The problem of consolidation occupied the greater part of 
the afternoon session. It was indicated that Senator Cummins 
had told representatives of the association that his stand with 
regard to consolidation was not as had been indicated in the 
press reports. He was reported by Mr. Cass of the association 
as having said that he was more determined than ever to bring 
about unification of transportation and that he was drafting a 
bill to that effect and had not changed his attitude. It was also 
stated that Senator Cummins had indicated that he believed the 
short lines had the greatest interest in consolidation and that 
he was making an effort on their behalf. 

Ben B. Cain, general counsel for the association, explained 
that the Commission was not making a plan under which all 
carriers must be actually consolidated. This, he stated, was not 
the desire of Congress or the requirement of the law. The in- 
terpretation of the consolidation features of the transportation 
act, which was indicated by Mr. Cain as being that of the offi- 
cials of the association, was that the law only required the Com- 
mission to fix a scheme of consolidation under which the roads 
could be efficiently grouped so that by the adjustment of divi- 
sions within the group the weaker lines in the group could be 
kept in a sound financial condition. There was to be no forcing 
of consolidation and no actual financial consolidation of carriers 
in the groups, unless such consolidation was wished for by the 
carriers concerned, and were acceptable to the Commission. 

It was indicated that the Commission had already grouped 
the carriers into the southern lines, the western lines, Official 
Classification territory lines, and so on, for the purposes of 
rate making, and that the consolidation scheme was simply a 
better system of grouping. It was also indicated that there 
was no reason why the Commission could not alter any 
group, from time to time, as it was found advisable. Mr. 
Cain also expressed the idea that as the scheme worked out 
the rate structure for a group would be adjusted so that it would 
yield a fair return on the valuation of the whole group, and that 
the revenue for the group would be distributed among the differ 
ent members of the group, so that the divisions would make it 
possible for all members of the group to keep in that state of 
financial health which the decisions of the Supreme Court indi- 
cated was necessary in order that the transportation machine 
might be sound in all parts. 

The necessity was indicated for all short lines to be allo- 
cated to some group and to make some record on which the 
Commission could include them when the time came for making 
an order with regard to consolidation. It was stated that the 
Commission could not include lines which were not in the rec 
ord on which the order was made. The scheme of Professor 
Ripley, it was stated, was only a framework into which the short 
lines would have to be fitted. Carriers which served a legitimate 
traffic, Mr. Cain said, would have to be made strong or siveD 
permission for abandonment. Consolidation, he said, he believed 
was the only solution of the problem. ’ 

Following Mr. Cain, J. E. Duffy, of the Port Huron & De 
troit, drew the applause of the meeting by saying that the idea 
of Congress in the consolidation features of the law seemed to 
be that in the case of a strong line able to earn 15 per cent the 
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Commission had the power to say that the strong road was 
entitled: to six per cent of the earnings, but that if necessary 
the other nine per cent might be divided between orphan roads 
which were not able to earn a living and were found on the strong 
carrier’s doorstep. In that event, he added, it might become 
the best thing for the strong carrier simply to adopt the orphans 
and take them into his family rather than support them on the 
outside. 

At the close of the discussions the officers and directors for 
the past year were re-elected for the ensuing year. A unanimous 
rising vote of thanks was also tendered to the Traffic Club of 
Chicago for the manner in which the Association had been en- 
tertained at the Traffic Club’s banquet. More than 200 mem- 
bers of the association were in attendance at the meetings, rep- 
resenting more than 250 short lines out of the total membership 
of 500 in the association. 


UNDERSTAND THE RAILROAD PROBLEM 


The following letter has been written by H. G. Potter, vice- 
president of the Wyoming Shovel Works, Wyoming, Pa., to sales 
representatives of the company: 


I am pees | you, under separate cover, an important bulletin, 
issued by the railroads. This bulletin has come to us from our good 
friends, the Lehigh Valley Railroad, and they were the first to call 
our attention to it. Since that time, we have received communica- 
tions referring to this bulletin from other railroads, and also from 
an association we belong to—The Railway Business Association. 

I would like you to become thoroughly posted on the railroad 
situation, s0 that when you have, or find, the opportunity, you will 
enter into discussions that involve the position of the railroads, and 
do your best to spread the gospel that the railroads are a very im- 
ortant part of our buiness machinery, deserving of the best legis- 
fative cooperation, and must not be the target for all the radical 
arrows. Railroads are good customers of ours, but, at the same 
time, we do not depend on them for our living, by way of the pros- 
perity of the country, and all the business that comes in to us from 
every source, and all the business that comes in to anybody else, de- 
pends upon the proper sort of transportation and prosperity of the 
railroads. If the railroads get into the slough of despond, the 
whole country goes down with them. 

Make of yourself a good missionary for the railroads, not from 
the selfish viewpoint that they happen to be direct customers of 
ours, aS they buy everybody’s product, but because you actually 
realize that, unless the railroads are well managed, by able men, 
with prospect of making a legitimate profit out of their ventures, 
then the whole country will fail to be prosperous. 

_ Please don’t go into any arguments half loaded. Study the sub- 
ject closely, and, if amr questions arise in your mind that are not 
answered by the bulletin, consult some good railroad man that you 


know, and get your fund of information and your arguments well 
rounded out. 


What the railroads want is not gifts, but to be let alone and con- 
duct their business on a business basis. Railroads nave made mis- 
takes, yes. But so have all of us. The difference is that our mis- 
takes are buried after our directors and stockholders have examined 
them, while the mistakes of the railroads are held up to public view 
with the debit side only showing. 


COMMISSION ORDERS 


The Commission has modified its order in No. 13413, In the 
matter of automatic train-control devices, so as to permit the 
Pennsylvania Railroad to install an automatic train-stop or train- 
control device upon its line between Baltimore, Md., and Harris- 
burg, Pa., in lieu of the installation required between Philadel- 
phia and Pittsburgh, Pa. The Western Maryland Railway has 
been authorized to make the installation in that part of its line 
between Elkins, W. Va., and Thomas, W. Va., in lieu of the one 
ordered June 13, 1922. The Union Pacific Railroad has also been 
authorized to install the train-control device upon the section of 
its line between Sidney, Neb., and Cheyenne, Wyo., in lieu of the 
installation required in the previous order. 

The Chamber of Commerce of the City of Milwaukee has 
been authorized to intervene in No. 15029, Des Moines Board of 
Trade et al. vs. Des Moines & Central Iowa R. R. et al. 

The Board of Trade of the City of Chicago has been au- 
thorized by the Commission to intervene in No. 15037, The South- 
western Millers’ League et al. vs. A. T. & S. F. et al. 

_. The Mobile Chamber of Commerce has been authorized to 
intervene in No. 15122, Gulf Coast Citrus Exchange et al. vs. L. 
& N. R. R. et al. 

The Commission’s order in No, 12710, Atlas Portland Ce- 
ment Co. vs. C. B. & Q. R. R. et al., and cases affiliated there- 
with, entered June 6, and, as subsequently modified by sup- 
Dlemental order of August 22, has been further modified so that 
the rates to Illinois points will become effective November 24 
on fifteen days’ notice and the rates to Indiana points on Janu- 
ary 5, 1924, on thirty days’ notice. 

_The Commission has denied the Pennsylvania Railroad’s 
petition for an inspection and test of the automatic train con- 
trol installation on its line between Sunbury, Pa., and Lewis- 
town, Pa., installed in accordance with the order in No. 13413, 
in the matter of automatic train-control devices. 

The Gulf, Texas & Western Railway Company, W. Frank 
Knox, receiver, has been authorized to intervene in Finance No. 
3134, In the matter of the application of Texas, Panhandle & 
Gulf Railroad Company for a certificate of public convenience 
and necessity for the construction of a railroad, etc. 

The Los Angeles Chamber of Commerce and the Oakland 
Chamber of Commerce have each been authorized to intervene 
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in No. 15137, California Growers’ and Shippers’ Protective 
League vs. Southern Pacific Co. et al. 

The Commission has denied the petition filed by the C. R. I. 
& P. Railway asking for modification of fourth section order 
No. 8803, classes and commodities to and from Anthony, Kan., 
and intermediate points. 

The Commission has modified its order in No. 11275, Car- 
negie Steel Company vs. Director-General, P. & O. V. Ry. et al., 
by extending the effective date thereof from September 13 to 
December 13. 

The Commission has refused rehearing in Docket No. 10448, 
Inland Empire Shippers’ League vs. Director-General, Oregon- 
Washington Railroad & Navigation Company et al., and cases 
joined with it, in what is commonly known as the Inland Em- 
pire grain case, for which application was made in behalf of 
Seattle and Tacoma and the Washington State Department of 
Public Works. In that case it put rates on grain and grain 
products to the Puget Sound cities, from the Snake River coun- 
try, 11 per cent over those to Portland and Vancouver. 

The Commission has denied the Foco Oil Company’s peti- 
tion for further hearing of No. 12490, National Petroleum Asso- 
ciation et al. vs. Director-General, P. R. R., et al., and No. 12552, 
Same vs. Same. 

The Mobile Chamber of Commerce and the Memphis Mer- 
chants’ Exchange have been authorized to intervene in No. 
15082, Capital Grain & Feed Company et al. vs. Illinois Central 
R. B.. et. al. 


CLASS-COMMODITY RELATION 


In a letter to Commissioner Eastman, relative to Docket 
No. 13494 and I. and S. 1919, G. L. Tillery, traffic manager for 
the Cherry River Boom and Lumber Company of Philadelphia, 
made the contention that commodity rates are the result of 
the failure of classification principles to produce a proper per- 
centage relation of classes. In this connection he said; in part: 


My contentions simply amount to this; namely, that the use 
of class rates on part of the traffic and the use of commodity 
rates on another part of the traffic results in an apportionment 
of the transportation burden under which the class traffic fails 
to carry its proper share of the burden and the commodity traf- 
fic automatically has imposed upon it more than its proper share 
of such burden. The principle of using class and commodity 
rates instead of having all class rates, while it was never in- 
tended to create such an effect, fails to bring about the amount 
of spread between rates on high and low valued commodities 
which would exist if the ability to pay of every article were 
given due consideration in a proper classification intended to 
move all traffic instead of only a part of the traffic. 


Pe | 

Mr. Tillery also advanced the contention that the percent- 
age relationship between classes should be the same inter- 
territorially. “Rates in the different territories,’ he said, 
“would not necessarily be uniform, but the ratings would be 
uniform. First class in one territory would cover the same 
commodities as first class in other territories, and so on through 
all the classes.” 

He insisted that the application of the traffic density theory, 
as exemplified in several decisions of the Commission, is de- 
structive of the principle of classification uniformity. 


From what I have said you will at once grasp the sig- 
nificance of my contention that the principle referred to is abso- 
lutely destructive of the principle that classifications ought to 
be uniform because, under that principle, classifications cannot 
possibly be uniform unless the application of the traffic density 
theory be not applied to traffic moving under class rates and be 
limited strictly to use in the establishment of commodity rates; 
and in that case, in order to have the effect as well as the ap- 
pearance of uniform classification, it becomes apparent imme- 
diately that it would be necessary arbitrarily to decide that all 
traffic moving on class rates in one territory would be required 
to move on class rates in all other territories, and that all com- 
modities granted commodity rates in one territory would be given 
commodity rates in all other territories. The consistent applica- 
tion of the principle even to a part of the list of commodities 
would be possible only in some such arbitrary scheme. 


RAILROADS AND FARMERS 


(From the Sacramental Union.) 

Hiram Johnson, ceasing for a moment to twang the one 
string to his fiddle, has added another note and is now saying 
to southern California—where, he confessed in his memorable 
letter to C. K., “what friends we have are discouraged, and do 
not command the confidence of the general public’—that freight 
rates on farm products have got to be reduced “so that the 
en of California and the Northwest may be saved from 
ruin.” 

It is good news that Hiram has at last started out to save 
somebody from something, for heretofore his attitude has been 
that of taking care of himself and letting the rest of the world 
go to the devil. 

However, it is to be doubted whether his voice will carry 
much greater weight with the responsible authorities in Wash- 
ington than have the voices hitherto raised by the Hon. Magnus 
Johnson of the Minnesota wheat belt, the Hon. “Bob” La Fol- 
lette of Wisconsin, and the Hon. Smith Brookhart of Iowa, all 
of whom are of somewhat the same stripe and feather as he is. 
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The thing which is fundamentally wrong with the farmers of 
California and the Northwest, and indeed with most of the rest of 
the farmers of the country, is that Hiram’s pet policy of “standing 
aloof on our own shores” while our European customers cut 
each other’s throats and reek in each other’s gore, has reacted 
more quickly on the farmer than on some other American pro- 
ducers. In the matter of wheat, of course, around 200,000,000 
bushels too much was grown here for the world to absorb, even 
had the European demand held up, which accounts for a good 
deal of the difficulty of the wheat farmer. With the California 
farmers, however, it is different—it being understood that the 
word farmer in this connection means not only grain growers 
but fruit growers as well. These have suffered because there 
is not enough money in Europe to buy even the ordinarily 
needed supply. Europe is simply doing without much of the 
fruit which it customarily consumes. 

Reducing freight rates would help a little, but not enough. 
That is to say, it would help the farmer a little. It would not 
help the railroads, which, if they have not already done so, will 
soon begin to reflect in their earnings the effects of decreasing 
tonnage. It is the railroads which have been the chief butt 
from time immemorial of the political demagogues. They are 
getting on their feet just now, but if trade drops off to any 
extent you will see them drifting back into receiverships and 
the bankruptcy courts, from which only recently they began to 
emerge. : 

If the Interstate Commerce Commission, after due inquiry, 
should find that a reduction of freight rates could be made 
without endangering the railroads—and with them the rest of 
the country’s business—it would be a good thing if it would 
reduce rates first of all on the products of the farms, for un- 
doubtedly there has been and is great hardship and suffering 
among farmers. But the proceeding is one which should be 
undertaken only after a scientific study of the whole matter 
and not merely on the say-so of.some politician who is trying 


to ride back into the office he holds or into some other office 
he wants to hold. 


FURNITURE SHIPPERS PROTEST 


A protest made, following a conference of more than fifty 
furniture shippers, at Chicago, September 26, has resulted in 
the postponement by the C. F. A. Committee of a proposed 
cancellation of commodity rates on furniture in C. F. A. ter- 
ritory which had been set for November 30. The action has 
now been postponed until December 30, and the proposed new 
basis of rates which, was to have become effective November 
15, will not go into effect until January 15, 1924. 

The C. F, A. proposal intends cancellation of the commodity 
rates on furniture and the substitution of the third class rates, 
on a basic minimum weight of 12,000 pounds, with the alternative 
application of 126 per cent of fourth class, with a basic mini- 
mum of 20,000 pounds. 

The furniture shippers contend that this means an increase 
which ranges as high as 100 per cent, in some instances, and 
hits heaviest at the points of greatest movement. They con- 
tend that it will disrupt an adjustment of long standing on 
which the furniture business has been built up. Their petition 
to the C. F. A. Committee asked that the proposal be with- 
drawn or that no further action be taken until opportunity had 
been given for all shippers to be heard. 


PACKER CASE HEARING 


The Trafic World New York Bureau 

The first two days of the packing house case, before Ex- 
aminer Hillyer, in New York, October 4 and 5, were occupied 
with a continuance of testimony by W. W. Manker, for Armour 
& Co. of Chicago, and a rearrangement of exhibits submitted 
there. No new features were introduced. 

On October 4 Examiner Hillyer began to take the testimony 
of the Independent Packers’ Traffic Association and the eastern 
carriers, the New England packers, and rebuttal. The first 
witnesses scheduled for the Friday hearing were A. Z. ‘Baker, 
representing the Cleveland Provision Company, and S. W. 
Hirschberg, for the St. Louis Independent Packing Company. 


CLINCHFIELD LEASE APPLICATION 


The Trafic World Washington Bureau 

According to J. S. Cureton, general freight and passenger 
agent of the Piedmont & Northern, an electric line that is 
operated on good terms with the Seaboard Air Line, testifying 
at the hearing on the application of the L. & N. and the Atlan- 
tic Coast Line for permission to lease the C. C. & O., more coal 
in the southeast, such as might come by reason of the proposed 
lease on the Clinchfield, was not needed. He talked about the 
development of electric power and painted a picture of the 
industrial development of the south by reason of the utilization 
of water power. At the end of his testimony he admitted, on 


Vol. XXXII, No. 14 


cross-examination, that he was connected with the Southern 
Power Company, which furnishes electric power. 

John Skelton Williams, receiver for the Georgia & Florida, 
former comptroller of the currency and former official of the 
Seaboard Air Line, devoted an hour to a recital of his experi- 
ences in the railroad business, many of which were gained 
in the organization and development of the Seaboard. He told 
about the acquisition of the stock of the Louisville & Nashville 
by the late John W. Gates and his turning it over to the At- 
lantic Coast Line. One point in that recital that was new was 
that Gates had told Williams that he (Gates) was kicking him- 
self because he had turned the Louisville & Nashville stock 
over to J. P. Morgan, who had turned it over to the Atlantic 
Coast Line. Williams said the buying of Louisville & Nash- 
ville stock was on account of Seaboard Air Line interests. The 
Seaboard needed access to coal, and it was figured that if it 
could get hold of the Louisville & Nashville it would not have 
to worry on that score. But instead of Gates turning the stock 
over to the Seaboard, according to Williams, he turned it over 
to Morgan. The older Morgan, said Williams, sat up in a cable 
office in Paris all night when he heard that Gates had acquired 
control of the Louisville & Nashville, giving orders how to get 
it away from him. 

Mr. Williams said he had always fought for the public in- 
terest and against a railroad monopoly. He opposed the lease 
except on condition that it be made in such a way as to give 
the Southern, the Atlantic Coast Line, Norfolk & Western, Sea- 
board and Chesapeake & Ohio an opportunity to become parties 
to it. 

He said the Georgia & Florida was interested in the lease 
because it proposed to build from Augusta to Greenwood and 
thus get an outlet to the north via the Piedmont & Northern, 
the Seaboard and the C. C. & O. 

“You desire that the C. C. & O. remain independent or 
that if it be leased it be not leased to interests competitive 
to you?” asked Mr. Williams’s lawyer. 

“I think it is in the public interest that it be maintained 
as a public highway and that the Coast Line, Southern, Sea- 
board, and, if they desire it, the C. & O. and the N. & W. 
have equal control and running rights over the C. C. & O.” 

Director MaHaffie asked Mr, Williams whether he would 
prefer to see the C. C. & O. left independent or leased with 
conditions imposed by the Commission. 

“There are some advantages in having joint control of 
independent systems,” said Mr. Williams, “because many a road 
that is supposed to be independently operated, is not so in fact.” 

John P. Grace, mayor of Charleston, S. C., opposed the pro- 
posed lease of the Clinchfield to the L. & N., and the A. C. Ea, 
except on condition that other roads be allowed to participate 
and that the lessees be required to carry out what he termed 
the “moral obligation” on the part of the Clinchfield’s represen- 
tatives to the city of Charleston to complete the construction of 
an extension of the Clinchfield into Charleston and the construc- 
tion of a coal terminal there. 


Between 1911 and 1915, he said, as mayor of the city, he had 
participated in negotiations with M. W. Potter, at that time pres- 
ident of the Clinchfield, and now a member of the Commission, 
and other officers of the road, and had undertaken to acquire a 
right of way through the city for them and that this right of 
way was later conveyed to the Clinchfield on condition that it 
would revert to the city if the construction were not carried out. 
He said the construction was begun but later abruptly discontin- 
ued. Meanwhile, he continued, the Seaboard was given a right 
of way into Charlerston and was built in, and the Southern had 
announced its intention of building a modern coal-handling plant 
at Charleston. He said the A. C. L. announced its intention of 
building a connection with the Norfolk & Western for the pur- 
pose of bringing export coal into Charleston, and that great pos- 
sibilities for the development of the port were foreseen. 

Mr. Grace said the Clinchfield should be required to complete 
the carrying out of its plans and that Charleston was ready to 
turn the right of way over to the Clinchfield in accord with the 
original plan. He said he believed it would be injurious to 
Charleston and the southeast if the lease were approved as pro- 
posed and without the condition, he said, should be imposed. 

Alfred Huger, president of the Charleston Chamber of Com- 
merce, also opposed the lease except under reservations of the 
kind indicated by Mayor Grace, looking to the construction of 
the coal terminal, a part of which would have been the largest 
coal tipple in the world, for the handling of export coal in pat- 
ticular. Mr. Huger, however, was at pains to explain that he 
deemed the obligation moral and not legal. 

John Geraty, secretary of the South Carolina Vegetable Grow- 
ers’ Association, and himself a big grower, opposed the lease on . 
the ground that it would reduce competition such as was needed 
in the movement of perishables. 

The hearing came to an end September, 29, a solid week of 
working days having been devoted to the matter. The last wit- 
nesses heard were H. W. Purvis, general manager for the 
Georgia & Florida, and R. A. Parsley, of the Wilmington Cham- 
ber of Commerce, in opposition to the lease without conditions, 
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A. R. Smith, vice president of the Louisville & Nashville in 
charge of traffic, and C. McD. Davis, assistant freight traffic 
manager of the Atlantic Coast Line, in favor thereof. On cross 
examination it was brought out that the expressions of opinion 
that were being uttered by Mr. Parsley were those of a traffic 
committee, and had not been passed upon by the Wilmington 
Chamber of Commerce. 

Mr. Smith’s testimony was intended to show the need of 
the proposed line for coal and merchandise. He discussed the 
contentions of Mr. Capps, of the Seaboard, especially the one 
that the coal that would be brought down over the new route 
would not be needed. He said that that coal, on account of its 
value for by-product purposes, was being sent to Pennsylvania 
and that arrangements were now being made to send it east of 
Buffalo. He said that at present the Louisville & Nashville was 
turning more business over to the Seaboard than the Atlantic 
Coast Line, and that the policy of the Louisville & Nashville 
had always been to do the thing best regardless of whether the 
traffic went to an affiliated or a stranger line. He said he knew 
of no reason why that would not be the policy if the lease of 
the C. C. & O. was approved. 

Mr. Davis also answered testimony of Mr. Capps and pointed 
out the great development of Carolina territory as reason for 


_ coal supply that would be made available under the proposed 
ease, 


PENNSYLVANIA LEASE APPROVED 


The Trafic World Washington Bureau 


The Commission has approved the application of the Penn- 
sylvania for authority to acquire control, by lease, of the Penn- 
sylvania-Detroit Railroad Company, for a term of 999 years. 
The approval was given on the express condition that the Penn- 
sylvania would not sell, pledge or otherwise dispose of the cap- 
ital stock of the Detroit company without the Commission’s 
consent. Commissioner Potter, concurring, said he thought the 
condition imposed was “unnecessary, inexpedient, unwise, illegal 
and ineffective.” 

The report said the railroad of the Detroit company ex- 
tended from a connection with the Pere Marquette at Carle- 
ton, Mich., to a connection with the Wabash at Detroit, a dis- 
tance of 19.96 miles. The line also owns certain extensions and 
branches in and near Detroit, having an aggregate length of 
about 8.98 miles. In addition it has trackage rights in and near 
Detroit over the Wabash, Pere Marquette and Fort Street Union 
Depot railways, amounting to about 21.11 miles. It also has 
trackage rights over the Pere Marquette between Carleton and 
Alexis Junction, O., a distance of about 25.33 miles. Between 
Alexis Junction and Toledo, a distance of about 4.37 miles, it 
operates over the Ann Arbor. 

The report said the Detroit company was incorporated Feb- 
ruary 27, 1917, with authority to operate and construct a rail- 
road in Michigan, and that its outstanding capital stock was 
$5,000,000, all of which, except directors’ qualifying shares, was 
owned by the Pennsylvania. The Commission said so long as 
that situation continued, the payment of rentals would be no 
more than a matter of bookkeeping. Under the lease the Penn- 
sylvania agreed to pay as rental a sum equivalent to 5 per cent 
ber annum on the aggregate par value of the Detroit company’s 
issued and outstanding capital stock, amounting on December 
31, 1922, to $5,000,000, and such percentage as may be agreed 
to upon any additional capital stock that may be issued after 
January 1, 1928, by the Detroit company with the approval of 
the Pennsylvania. 

_ The Commission said the acquisition of control would sim- 
plify the operation of the leased property and permit of econ- 
omies of operation, and would eliminate a considerable amount 
of accounting expense and duplication of reports to federal and 
State authorities. It sa‘d the line of the Detroit company did 
not parallel or compete with the line of the Pennsylvania but 


on the contrary provided a through and direct route for that 
Carrier to and from Detroit. 








ATTACK ON FREIGHT BUREAUS 


__ In The Traffic World of September 29, page 768, was pub- 
lished an item to the effect that the Iowa commission had 
adopted a resolution asking the Interstate Commerce Commis- 
Sion to abolish the Western Trunk Line Committee and other 
Similar railroad freight organizations. The information was 
obtained from R. T. Willette, traffic commissioner of the Atchi- 
son, Kan., Chamber of Commerce. It was incorrect. The 


resolution in question was adopted by the Iowa Traffic League 
and not the Iowa commission. 


NICKEL PLATE BOND ISSUE 


p The Commission has authorized the New York, Chicago & 
on Louis to issue $690,000 second and improvement mortgage 
Onds, 6 per cent, and sell them at not less than 96, the pro- 


ceeds to be devoted to the improvements under conditions of 
the mortgage. 
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NEGOTIATES FOR U. S. LINES 


The Trafic World New York Burean 


Negotiations for the purchase of the principal ships of the 
United States Lines are being conducted actively between 
the Shipping Board and the United American Lines, of which 
W. A. Harriman is chairman, it was learned this week. Both 
E. P. Farley, chairman of the board, and R. H. M. Robinson, 
president of the United American, admitted that the deal was 
under discussion, but said that no final decision was yet in sight. 

The vessels involved in the negotiations are the Leviathan, 
the George Washington, the America, the Republic, the Presi- 
dent Harding and perhaps one or two other passenger liners. 
Last spring the United American Lines made a proposition for 
these vessels, which was rejected by the board, and it was 
assumed at that time that the negotiations were dropped. 
Shortly afterward the United American bought the steamer 
Cleveland, which will make her first voyage to New York under 
her new ownership this month, and it was learned that the 
company had turned its attention to foreign steamers. 

The first public intimation that the Harriman Line was 
still interested in the Shipping Board service came last week, 
when it became Known that Mr. Robinson had called to see 
Mr. Farley in Washington. 

In reply to questions, Mr. Farley said that “trading” is 
under way, but that he could make no prediction as to the 
results. 

“Until both parties say they will accept a definite propo- 
sition, no one can say whether an agreement is near or not,” 
the chairman remarked. 

Mr. Robinson said that he would call the conferences be- 
tween the board and his company “conversations” rather than 
“negotiations,” but said that they will be continued. The deal 
has not yet reached the stage of a ‘inal proposal, he added. 
In reply to another question, he said that the visit of Dr. Wil- 
helm Cuno, director of the Hamburg American Line, to this 
country had no bearing upon the proposed purchase of the 
United States Lines. 

Shipping men show keen interest in the prospect that the 
United American may take over the United States Lines. 
Despite the depression in ocean transportation, the Harriman 
interests are credited with an excellent showing on the Ham- 
burg route in conjunction with the Hamburg American Line. 
The American and German companies now have an equally 
balanced service, so that the acquisition of the Shipping Board 
vessels would make it necessary, if the German company is to 
maintain its 50-50 arrangement, to add to its fleet. This fact 
has given color to recent reports that some kind of working 
agreement, if not an actual merger, would be concluded between 
the H. A. L. and the North German Lloyd Steamship Company. 

Grouping of the two American and two German companies 
would make the combination a dominant factor in traffic be- 
tween the United States and Continental ports, rivaling the 
International Mercantile Company and the Cunard Line. 

The United American Lines has its principal steamers, the 
Resolute, Reliance and Cleveland, under the Panama flag. The 
first two, which have been in operation more than a year, are 
firmly established in the trade. The H. A. L. has the Albert 
Ballin, the Deutschland, the Westphalia and the Thuringia, 
which are regaining the prestige held by the company before 
the war. Addition of the Leviathan, the George Washington 
and other U. S. Lines steamers would make a formidable ag- 
gregation in the trans-Atlantic passenger service. 

One of the plans which the Shipping Board has under con- 
sideration for the disposition of the United States Lines, it 
was learned, is the incorporation of the company and allocation 
of the Leviathan and two other ships to the new concern under 
an operating contract. According to this report, W. J. Love, 
now vice-president in charge of passenger services for the board, 
with offices in New York, is slated to head the company. 

The rumor that such a plan was being discussed has been 
current here for several weeks, but definite confirmation was 
obtained this week. The matter has not been taken up actively 
for the last week or two, which is attributed to the revival 
of negotiations by the United American Lines for the purchase 
of the vessels. The board and the Harriman interests are 
said to be still far apart on their terms, but it is expected 
that the proposal for incorporation of the company will be 
deferred pending the result of these negotiations. 


Appointment by the Shipping Board of an executive com- 
mittee to study the operation of the U. S. Lines, consisting of 
Commissioners O’Connor, Plummer and Benson, was a pre- 
liminary step toward incorporation of the company. This move 
was generally misinterpreted when the committee came to 
New York. It was assumed then that the board was planning 
to place other operating companies on the same basis as the 
U. S. Lines, direct operation by the government. 

Another factor in the situation since that time has been 
the decision of the Attorney-General holding that the plan for 
transferring title in the ships to new corporations in return 
for stock is illegal. Chairman Farley expressed the opinion 
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that this might also invalidate the present MO-4 operating 
contracts. The halt in the plans to incorporate the U. S. Lines 
may also be due to uncertainty over this point. 

T. H. Rossbottom, general manager of the United States 
Lines, denied a report that he had resigned and intended to 
return to his former position with the Panama Railroad Steam- 
ship Company, controlled by the War Department. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


The Middle West Farmers-Manufacturers Foreign Trade 
Conference, organized under the auspices of the Middle West 
Foreign Trade Committee, representatives of which put their 
views on the merchant marine before President Coolidge last 
week, is advocating indirect aids for the merchant marine with- 
out a subsidy. The organization will urge the enactment of 
legislation to give effect to its proposals at the next session of 
Congress. The recommendations are as follows: 


1. A system of preferential customs duties on goods carried 
in American ships. 2. A system of preferential rail rates for 
goods and passengers carried in American ships. 3. A system 
of preferential tonnage dues for American ships. 4 Allowing 
our railroads to apply export rates on materials used in the con- 
struction of American ships and on supplies used therein. 
5. Laws compelling American officials traveling at government 
expense to use American ships. 6. Laws providing that a certain 
percentage of our immigrants be carried on American ships. 
7. Such other preferences for American ships as may result in 
benefit to the American shipper and may secure closer cooper- 


ation between the American shipper and the American merchant 
marine. 


The National Merchant Marine Association announced that 
a meeting of the governing council of the association was held 
in New York last week at which there was a discussion of the 
shipping situation and of the best methods to be pursued in 
aiding in a solution of the marine problem. It said it was 
decided to submit the results of the discussion to the entire 
membership of the governing council for action. 

A spokesman for the President at the White House, dis- 
cussing the visit of former Chairman Lasker last week, said 
the shipping situation was discussed only in a general way by 
the President and Mr. Lasker. It was said the President de- 
sired to discuss the situation with Mr. Lasker because he was 
familiar with the subject and that the President had asked Mr. 
Lasker to visit him whenever he was in Washington. 

President Coolidge will not now appoint an advisory com- 
mittee composed of the Secretary of Commerce, Secretary of the 
Treasury, the chairmen of the merchant marine committees of 
Congress and the chairman of the Shipping Board, because the 
Attorney-General ruled that the proposed subsidiary corporation 
plan was not within the law, it was said at the White House 
October 2. The position of the President was stated as being 
that, in view of the ruling, he had nothing to submit to an ad- 
visory committee. It was said Chairman Farley was considering 
what could be done. 

Chairman Farley said this week no definite conclusions had 
been reached by the board as to changes in the method of operat- 
ing the government fleet. Asked for comment on the statement 
filed with the board by the Shipping Board operators, the chair- 
man said the operators had not yet met the request of the board 
for specific proposals as to the operation of specific routes. 


In reply to an inquiry as to whether one of the reasons for 
the board’s close investigation into the operation of the United 
States Lines was to make that organization a model for applica- 
tion to other services maintained by the board, the chairman said 
it was a fair inference that the United States Lines, when de- 
veloped to the point of efficiency desired by the board, might be 
used as a model for other services. 


Mr Farley said in discussing the United States Lines he 
wished it understood that the board would protect the interests 
of the employes who had assisted in building up that service 
He believed that discussion of sale of the United States Lines 
might result in demoralization of the organization if that were 
not understood. He said R. H. M. Robinson, of the United 
American Lines, had reopened negotiations with a view to buying 
vessels now operated by the United States Lines. He said there 
was nothing definite to say about the matter except that Mr. 
Robinson had reopened negotiations that were under way last 


spring. He said he did not know what vessels of the line the 
United American Lines desired. 





New York.—The United States Ship Operators’ Association, 
in a statement filed with the Shipping Board, draws a line of 
sharp demarcation between handling the government fleet 
through private companies and direct control, and urges the 
Board to promote private organizations as the nucleus of the 
merchant marine of the future. The Association asks the Board 
to give the operators greater responsibility, equal to the trust 
which foreign owners place in their agents, and says that such 
a policy will result in larger economies. 

The Association replies to questions asked recently by the 
Board and submits comments on any general plan that is to be 
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considered. The statement, made public by President C. H. 
Potter, may be summarized briefly as follows: 


That the Board should carry out the letter and spirit of the 
Jenes Act in establishing and maintaining essential trade routes. 
This can best be accomplished by the support of a large number 
of operating companies, due to the fact that compact organiza- 
tions can give the greatest efficiency, and also to the fact that a 


large number of concerns provide more potential purchasers of 
tonnage in the future. 


That the ship operators are willing to accept whatever 
elements of uncertainty there may be in five year contracts, due 
to the necessity of getting annual appropriations from Congress. 

That the Board should create a purchase and building fund, 
similar to the present construction loan fund. 

That the present “husbanding fee” paid to operators for han- 
dling vessels should be continued, but that the Board may 


count this as an item in operating expenses under any plan to be 
adopted. 


That in order to meet the objections of the Board to allowing 
the good-will of existing services to accrue to the private com- 
panies, the latter will agree to changing the names of the services. 


The Association states that in its opinion these answers 
meet the criticisms directed by the Board against the present 
MO4 operating agreement and urges that new contracts be made 
with the changes incorporated. "a 

In a further statement the Association comments upon the 
situation in general and says that certain fundamental facts 
must be considered in any plan that is adopted. 

The Association says that the $11,000,000 overhead expense 
paid by the Board is excessive and probably can be reduced. 
At least one-half of this amount, it is said, is spent in super- 
vising the operations of the companies. To spend $5,500,000 
in supervising operations amounting to $4,500,000, the associa- 
tion comments, “ is obviously far too much in any line of busi- 
ness,” and should be decreased. It is suggested that this should 
be done by eliminating considerable duplication in auditing, and 
by allowing the private companies as much freedom as foreign 
lines give to their agents. 

Another suggestion is that the Board can effect indirect 
economies by allowing the operators to contract for repairs, 
which will show savings as compared with having the work 
done by the Government. 

Pointing out the difference in having the government fleet 
handled by private companies as compared with subsidiary 
corporations, the association states that in the first instance 
the shipper deals with recognized managing agents and in the 
second with subordinate government employes who have to 
refer all important questions to higher authority for decision. 

The association further remarks that the Board will make 
more rapid progress towards a solution of the operating question 
by dealing with the association than through separate negotia- 
tions with individual companies. 

While the association does not give its suggestions for a 
new policy in detail, it is understood that these include a plan 
for sharing profits and losses as compared with the present 
commission basis. 

Members of the American Steamship Owners’ Association 
have been told by the special committee, which conferred with 
the Shipping Board on future policies, that they should under- 
take individual negotiations with the Board. That was under- 
stood to mean that the association has practically abandoned 
the plan of seeking a unified policy to apply to all trade ser- 
vices operated by the Government. Commenting upon the 
statement attributed to Chairman Farley in Washington, that 
he had not received replies to various questions submitted to 
the owners and operators, one official said that they have con- 
cluded it is useless to go further into the matter. 


Inquiry at the offices of the United States Ship Operators’ 
Association brought the information that the association made 
a detailed reply to the Board, covering all the questions raised. 
While the organization has not advised its members to make 
separate negotiations with the Board, President C. H. Potter 
said that there is no restriction on this action and some of the 
members have done so already. 

At a meeting of the Standing Committee on Managing 
Agents’ Agreement, held at 17 Battery Place, decision was 
reached to continue functioning so long as the M04 contract 
remains in existence. This body, which acts as the inter- 
mediary between the operating companies and the Board on 
interpretation of the agreement, expected to terminate its 
activities this month, but decided not to disband because of the 
unsettled outlook for a new Shipping Board policy. 

Considerable interest was aroused here by the information 
that former Chairman Lasker had been called into conference 
by President Coolidge. A question frequently asked among 
shipping men was whether Mr. Lasker will occupy the position 
of confidential adviser to President Coolidge which he held un- 
der the incumbency of the late President Harding. 


TURNS MONEY INTO GENERAL FUND 


The Trafic World Washington Bureau 


Chairman Farley, of the Shipping Board, this week made 
public a letter to the Secretary of the Treasury, showing that 
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October 6, 1923 


the United States Shipping Board Emergency Fleet Corporation 
had had transferred to the general fund of the Treasury over 
$37,000,000, as the result of liquidation of the board’s war-time 
activities. The letter follows: 

In accordance with my letter dated September 18, 1923, I have 
the honor to transmit herewith check No. 172664 of the Treasurer 
of the United States Shipping Board Emergency Fleet Corpora- 
tion, drawn in favor of the Treasurer of the United States for 
$25,751,531.04 for the purpose of depositing that amount in the 
general fund of the United States Treasury. 

It_is also requested that you cause to be issued a Surplus 
Fund Warrant for the purpose of carrying to the general fund of 
the United States Treasury $11,745,815.10 from the appropriation 
“United States Shipping Board 1923—Claims” and $129,237.09 bal- 
ance in the appropriation “Emergency Shipping Fund.” The above 
amounts aggregate $37,626,583.23 and is in agreement with the 
figures furnished you in my letter above referred to. 

The accomplishment has only been made possible as a result 


of continuous effort made during the past two years to liquidate 
the board’s war time activities. 


Mr. Farley explained that the existing law vested the nec- 
essary authority in the board to retain funds sufficient to cover 
all obligations incurred prior to July 1, 1923, and then unpaid, 
and that after retaining such necessary funds, he found it pos- 
sible to return to the general fund of the United States $37,- 
626,583.23. In this amount, there is included $25,751,531.04, 
funds appropriated ‘to pay actual operating expenses, the bal- 
ance being made up by a saving from the appropriation made 
by Congress for the payment of old claims. 

The above amount, together with $61,808,729.48 deposited 
to the credit of the “Construction Lead Fund” as directed by 
Congress, makes a. grand total of $99,435,312.71, which has been 
deposited in the Treasury during the past two years. In addi- 
tion there was transferred to the Secretary of State $12,263,- 


203.42 to settle the Norwegian requisition claims against the 
U. S. government. 


OWNERS AND LONGSHOREMEN AGREE 


The Trafic World New York Bureau 


Peace for another year in New York harbor was promised 
last week when the International Longshoremen’s Association 
accepted the offer of the Trans-Atlantic Steamship Conference 
for an increase in basic wages from 70 to 80 cents an hour, in 
overtime from $1.07 to $1.20, and the 44-hour week for the sum- 
men months of June, July, August and September. Local 
branches of the longshoremen voted to accept the terms by six 
to one. The contract is to run for one year from October 1st. 

Coopers were granted the same wages as the longshoremen. 
Checkers’ wages were increased from $4.50 to $6.00 for an 
eight hour day, with the 44-hour week in the summer. The dock 
workers dropped their demands for other changes in working 
conditions, 

Anthony J. Chlopek, president of the I. L. A., and Joseph 
P. Ryan, vice-president, with several other representatives of 
the association, will proceed to Philadelphia and other North 
Atlantic ports to obtain a similar wage scale as that adopted 
in New York. Negotiations in other ports had been suspended 
until a decision was reached here. It is estimated that about 
30,000 longshoremen, checkers and cargo repairmen will benefit 
through the new agreement. 

Mr, Ryan said that all but a small minority of the associa- 
tion were satisfied with the new wage scale. There was some 
dissatisfaction over the fact that the owners did not offer a 
44-hour instead of a 48-hour week, he said, but that he felt that 
the compromise was reasonable. Another point made by Mr. 
Ryan was that the agreement will restore the confidence in 
the I. L. A. which was undermined by the poor agreements they 
had to accept in 1919 under adverse circumstances, and will 
stop the progress of radical agitators. 


UNITED KINGDOM SHIP CONFERENCE 
The Trafic World New York Bureau 


An effort by the United Kingdom Conference of Ship Lines 
to get the Reardon-Smith Line to join the rate agreement, and 
thus terminate the rate war, which has been under way for 
thore than a year, failed, October 4, when the United States 
Navigation Company, agents for Reardon-Smith in this country, 
rejected the overtures from the conference, according to in- 
formation from shipping officials. 

The conference invited the U. S. Navigation Company to 
send a representative to the regular monthly meeting. An 
official of the company was present, but refused to join the 
conference on the same basis as the other lines. In this con- 
hection it is recalled that about 18 months ago the Reardon- 
Smith Line asked for a differential of 10 per cent under the 
Tegular tariff rates, on the grounds that its vessels were slower 
and subject to higher insurance rates. When the conference 
refused this demand, the company withdrew and proceeded to 
cut rates. As a result of this break, rates on a number of 
commodities, such as flour and grain, were thrown open and 


eitonterence lowered its tariff on other items to meet com- 
on. 
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Further details of the meeting of the Continental Con- 
ference October 3, when the rate on provisions was thrown open, 
have become public. It was learned that the Shipping Board 
forced the issue by demanding a differential of 2% per cent 
below the conference rate. This was refused by the other 
members, with the result that control by the conference was 
withdrawn. It is expected that there will be keen competition 
for new contracts to become effective the first of the year. 
The rate on provisions to Hamburg, under the conference tariff, 
pret 35 cents for 100 pounds and 32% cents to other continental 
ports. 

The disagreement in the provisions’ matter was a revival 
of the old fight between the Shipping Board, which has vessels 
operated on the continental route by the Cosmopolitan Lines, 
and the Holland-American Line. The latter company, which 
has been in the trade for many years, had virtually a monopoly 
of the business when the Shipping Board determined to break 
into the traffic. For a time there was talk of legal action by 
the board, under sections of the Jones act and the shipping 
act against practices tending toward a monopoly, but this was 
dropped when an agreement was reached between the two 
interests for a more equitable division of the trade. It was 
arranged that the board would get a larger proportion. The 
provisions trade amounts to about 100,000 tons a year. 

Revival of the controversy is said to be due to the fact 
that the Shipping Board, despite the agreement, has received 
only 13 per cent of the shipments. 


SHIP CHARTER RATES FIRM 
The Trafic World New York Bureau 


Further strength in the ship charter market last week, 
together with an upward movement in liner rates, confirmed the 
impression that the recent advance was not a false increase 
but a definite turn upward for the next several months at least. 
No predictions can be made beyond the first of the year but 
prospect for a settlement in the Ruhr has caused shipowners 
to become optimistic for the future. 

While there were no important rate increases last week, 
the gains made previously were retained and the general im- 
pression was that additional advances were to be expected. 
Tonnage requirements were confined largely to the grain and 
coal trades, with a fairly steady demand for West Indies time 
charters. y 

A feature of the present situation, according to Funch, 
Edye & Co., is the disappearance of “distress” tonnage from 
the market, indicating that shipowners are able to make fix- 
tures for the ships without the difficulty experienced during the 
summer. Demand for vessels in October and November is in- 
creasing. 


Activity in the grain trade subsided slightly after the strenu- 
ous week preceding, but a number of charters were made for 
October and November loading from Montreal, with some busi- 
ness from Atlantic ports for the last half of October and Novem- 
ber. The bulk of orders was for Mediterranean ports, but fur- 
ther activity was in sight for Continental ports, especially if 
the Ruhr situation clears. A block of about 15,000 tons of grain 
was closed from Montreal to Greece at 20 cents for 100 pounds 
for the last half of October and inquiries were reported for ad- 
ditional space in October and November. 

Grain rates on regular liners also showed substantial ad- 
vances. Quotations at New York advanced from seven to 
eleven cents to Antwerp, six to eight cents to Bremen, twelve 
to thirteen cents to Copenhagen, twelve to fifteen cents to 
French Mediterranean, and similar advances to most other 
ports. Flour rates by liner made corresponding advances. 

Interest in the Trans-Atlantic coal trade was revived by 
the appearance of new orders. Shippers offered $2 to $2.10 
a ton to French ports for October loading, $2 to Hamburg and 
Rotterdam, and $2,95 to $3 to the Mediterranean. Shipowners 
were inclined to hold out for higher prices. Shipments were 
also offered to Rio and the River Plate at $2.75 to $3 a ton. 

The lumber market showed little change, but with a tend- 
ency to firmness. North Pacific cargoes were offered from 
British Columbia to New York at $11 to $12 per 1,000 feet for 
October, November and December loading. Several inquiries 
were reported from British Columbia and Puget Sound to Japan 
at $13 to $13.50 per 1,000 for November and December. 


The West Indies time charter market was active, with 
quick fixtures of small steamers of about 5,000 tons for round 
voyages. Rates were steady to firm. The sugar market was 
quiet. 

The Trafic World Ottawa Bureau 


CANADIAN SHIP TONNAGE 


These are rather dull days in Canada shipping and ship- 
building circles, statistics showing that while, at the end of 
July, there were 132 more vessels of all kinds on the Canadian 
register than at the end of 1922, the net tonnage was about 
69,000 tons less. A few boats are being built, but there have 
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been a good many of removals, including some deadwood, from 
the register. 

The total of Canadian tonnage sustained a considerable 
loss in the transfer to British registry of four vessels of the 
Canada Steamships, averaging around 4,000 tons net. The rea- 
son assigned for the transfer is that the British regulations 
are in some respects less exacting than the Canadian. A con- 
siderable number of schooners have been added to the regis- 
ter, and the general impression is that many of them are en- 
gaged in the rum running trade. 

President Beatty of the Canadian Pacific Railway has an- 
nounced at Vancouver that his company will at once add two 
large modern steamers to the Pacific coast tourist trade, and 
as the ships on this run—unlike the Canadian Pacific boats 
on the Atlantic, and the Empresses of Australia and Canada 
on Pacific—are registered in Canada, this will make a con- 
siderable addition to the total on the register. The ships now 
on this run are 4,200 gross tons and the new boats will be 
larger. Travel on the Pacific coast route to Skagway and Daw- 
son is always heavy, and the route was greatly popularized 
this year through the tour made by the late President Hard- 
ing. By far the greater portion of the business is from the 
United States. 


SHIP LINES ADOPT REFRIGERATOR TARIFF 


With four steamship lines in the coast-to-coast trade offer- 
ing refrigerator accommodations, the Intercoastal Conference, 
at its regular meeting last week, adopted a tariff on cold storage 
commodities. The average rate under the new schedule is about 
30 to 40 per cent below the transcontinental railroad rate. 
Companies now equipped with refrigerator facilities are the 
Panama-Pacific Line, Elder & Mittnacht, Luckenbach Line and 
the Robert Dollar Company. 

Prevailing rates on refrigerator shipments, on the _ 100- 
pound weight basis, are as follows: 


Eastbound—Fresh eggs, $1.50; grapes, $1.50; nuts, $1.50; potatoes, 
75 cents; poultry and game, $1.75; currants, $1; hops, 80 cents. : 

Westbound—Butter. $2, against reil rate of $3; cheese, $2, against 
rail rate of $2.15; chocolate, $1.20, against rail rate of $1.40; desiccated 
eggs, $2.15, against $3 by rail; serum, $2. 








IDLE SHIPS MAY BE SUGAR CARRIERS 


The Shipping Board has begun negotiations looking to the 
use of 100 or more of its idle ships in the sugar carrying trade, 
between the West Indies and the United States. The move- 
ment of the West Indian sugar crop begins about the first of 
December and extends over a period of about 6 months. This 


business in the past has been handled largely by Norwegian 
vessels. 


BOARD ANNOUNCES SHIP SALES 


Sidney Henry, vice-president of the Emergency Fleet Cor- 
poration, has announced the sale of the Lake Clear, a steel 
cargo vessel of 2,875 deadweight tons, and the Lake Weir, of 
the same class, to the Construction Materials Company of 
Chicago. Under the terms of the sale, the Lake Weir must be 
converted to Diesel propulsion. The price received for the 
vessels was not made public. 





ASSIGNMENT OF VESSELS 


The Emergency Fleet Corporation has assigned the Polybius, 
of 10,009 deadweight tons, to S. Sgitcovich & Co. of Galveston 
for their Galveston-Havre-Antwerp general cargo service, and 
the West Camek, 8,584 deadweight tons, and the Clemence C. 
Morse, 9,400 deadweight tons, to Daniel Ripley & Co., Inc., of 
Galveston, for their Havre-Antwerp and Rotterdam-Bremen 
general cargo service. 


SHIPPING BOARD REVENUES 


Chairman Farley of the Shipping Board has made public 
a comparison of results from operation of ships in July and 
August, 1923, as compared with the same two months of 1922. 
These figures show that the revenue received by Shipping Board 
vessels in July and August, 1923, was $4,437,699.32, as against 
$3,308,809.21 for July and August, 1922. This represents an 
increase of 35 per cent. 

While the total number of cargo tons carried in July and 
August, 1923, showed but a slight increase over tons carried 
for the same period in 1922, the average number of tons carried 
per ship showed an increase. In July and August, 1922, the 
average cargo per ship was 6,625 tons, whereas the average 
for these two months in 1923 was 6,981 tons. 


JAPANESE SHIPPING CONDITIONS 


The Shipping Board has received a wireless message from 
J. F. Marias, Manila agent for the board, who is at Yokohama, 
to the effect that, on account of appeals from business interests, 
uninterrupted services should be continued to Yokohama. He 
reported all docking facilities there destroyed, but that some 
lighters were still afloat and under government control. He 
said he was attempting to make arrangements for the Japanese 
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government, either directly or indirectly, to handle stevedoring 
of ships. 

Mr. Marias said previous reports that the sea floor of the 
Yokohama harbor had been raised by the earthquake were 
erroneous. He said cargoes for freight vessels should be cov. 
ered by strict protection lading clauses. Lumber cargoes, he 
said, should be large timbers or such lumber that could be 
rafted without danger of loss in the open harbor. He said 
he understood Kobe was congested. He reported “absolutely 
no buildings standing in Yokohama.” He said there was no 
shortage of food and, therefore, no necessity of sending any 
more supplies and that any further assistance from the United 
States should be discouraged. Shipping Board headquarters 
have been established at Kobe, he said. 


INTERCHANGEABLE SCRIP CASE 


As a friend of the court, and counsel for the International 
Federation of Commercial Travelers’ Organizations, Clifford 
Thorne has filed a brief in the Supreme Court of the United 
States in No. 469, United States of America et al., appellants, 
vs. New York Central et al., appellees, in which he has made 
a number of arguments in favor of the Commission’s order in 
the interchangeable scrip coupon case, based on the assump- 
tion that principles recognized in the making of freight rates 
have a pointed bearing on the making of passenger fares. He 
said it was early recognized by the Commission, as well as 
the courts, that the Commission must exercise its powers in 
regard to freight traffic with a full recognition of the varying 
condition surrounding the traffic. 


The same principle, he said, had been slower of recognition 
as applied to passenger traffic, and, consequently, some grievous 
errors had been made. Both the Supreme Court and the 
Commission had been compelled, he said, to modify their former 
conclusions, if not to reverse themselves. His ma‘n thought 
was that the court which enjoined the order of the Commission 
had relied on cases which never really declared the law and 
had been ignored or strictly limited by the Supreme Court, espe- 
cially in Lake Shore & Michigan Southern vs. Smith, 173 U. §. 
684, commonly called the Lake Shore case. In that case the 
Supreme Court upset the Michigan law undertaking to establish 
long-time mileage book rates. He referred to the various dec- 
larations of Justice Peckham, as to the limitations upon the 
legislature of Michigan, as dicta. 

In the Michigan case, Thorne pointed out, the court said 
that the legislature, having established a reasonable maximum 
rate for passengers, could not fix a lesser rate for particular 
individuals, without running counter to the rule against an 
arbitrary exercise of legislative power, as a foundation for 
his declaration that the Commission never had pretended to 
fix the maximum reasonable passenger fare. He said attorneys 
for the railroads realized the necessity for bringing themselves 
under the rule of the Lake Shore case if they intended carry- 
ing out their plan of making it their chief support. Therefore, 
time and again they stated that the Commission had estab- 
lished as a just and reasonable rate for passengers 3.6 cents 
per mile. In doing that, he said, they had made a fundamental 
mistake in that phase of the case. 

“The Commission did not order a maximum fare or a mini- 
mum fare of 3.6 cents per passenger-mile, as counsel for the 
railroads declare so constantly, repeating the claim over and 
over again in their petition and brief before the lower court,” 
says the brief. “It is true that they authorized certa‘n in- 
creases in passenger fares, but the percentage of increase was 
made applicable not only to the 3-cent fare (established by the 
Director-General), but ‘to the existing excursion, convention and 
other fares, commutation and multiple forms of tickets, extra 
fares on limited trains, club car charges; also excess baggage 
rates; also there was an advance of 50 per cent on surcharges 
in sleeping and parlor cars. At no time has the Commission 
singled out the 3.6-cent fare, establishing that as the just and 
reasonable passenger rate throughout the United States.” 

The brief denies the right of carriers to claim illegality as 
attaching to an order of the Commission on the ground that 
it would cause discrimination, and asserts that the increase 
of business by reason of the lower fare would more than wipe 
out the $60,000,000 loss the carriers claimed the order would 
make. He said that only one passenger added to the number 
carried in each car last year would more than wipe out the 
estimated loss of $60,000,000. 


PEORIA UPHOLDS ACT 


The Peoria Association of Commerce has voiced its dis 
approval of the repeal or amendment of the transportation act, 
in a set of resolutions adopted by its board of directors, which 
ask that the present act be given a fair trial of at least three 
years. The resolutions say that the association believes that 
the present handling of heavy traffic is better than ever before 
and calls attention to the large appropriations which have been 
made for betterment of facilities. The future commercial de- 
velopment and welfare depend on an adequate transportation 
system, it is declared. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


VIEWS OF THE NATION’S BUSINESS 


Editor The Traffic World: 


On page 595 of your issue of September 15 you carry an 
article from Washington entitled, “Fearful and Wonderful Dis- 
covery” discussing a statement made by Mr. Charles Frederick 
Carter in a contribution to The Nation’s Business regarding 
the procedure of the Interstate Commerce Commission in acting 
on rate readjustments. Without discussing the merits of the 
questions raised by Mr. Carter, we w‘sh to point out that your 
article might well have observed the distinction between a state- 
ment by one of the contributors to The Nation’s Business and 
the opinions of the Chamber of Commerce of the United States. 
In every number The Nation’s Business carries the announce- 
ment: “As the official magaz‘ne of the National Chamber, this 
publication carries authoritative notices and articles in regard 
to the activities of the Chamber. But in all other respects, the 
Chamber is not responsible for the contents of the article or 
for the opinion to which the expression is given’. 

li is unnecessary to point out to you the impossibility of 
developing the free d‘scussion of questions of interest to the 
business world if every article were to be vised and stamped 
with the official approval of the National Chamber. Such a 
procedure would hamper or destroy that very discussion which, 
after all, is the very essence of progress. But we wish to have 
it understood, as stated in the announcement quoted above from 
The Nation’s Business, that, unless otherwise indicated, in- 
dividual contributors express their own views and not those of 
the National Chamber. 


Elliot H. Goodwin, 
Resident Vice President, Chamber of Commerce of the U. S., 
Washington, D. C., Sept. 27, 1923. 





The point is well taken—Editor The Traffic World. 


OPPOSES CONSOLIDATION 


Editor The Traffic World: 

I have just perused with much interest the discussion of Mr. 
W. E. Farris, vice president of the New Orleans Great Northern 
on the subject of Railway Consolidation, as set forth in The 
Traffic World of September 15, page 594. Mr. Farris is to be 
commended for his vigorous opposition to the consolidation 
plan. As he points out, it is undoubtedly a long step towards 
Government ownership. I am sure that no one, even remotely 
interested in transportation affairs, is desirous of witnessing 
the return of our railroads to Federal control, and this is further 
emphasized by the strong sentiment which is becoming increas- 
ingly apparent, and which is strongly antagonistic to either 
consolidation or Government control. 

Now that the time has come for definite action on this 
problem, the railroads, the traffic and trade associations, and 
other interests involved are exhibiting more detailed consider- 
ation to the matter than they have hitherto. The experimental 
stage of the railroads has been superseded by an era of expan- 
slon and development, and if unmolested the results are certain 
to be satisfactory to everyone concerned. 

While Mr. Farris’s entire discourse contains nothing but 
pure truth, the most salient feature, and one which cannot be 
denied, is the assertion that, theoretically, competition can be 
preserved, but, practically, it will be impossible. The results 
of such a situation are only to obvious. It will inevitably 
imperil the rate structure of the country. Competition is the 
outstanding feature and most prominent factor in the construc- 
tion of rates than any other circumstance in connection there- 
with. If this element is destroyed even partially, and not totally 
48 Would be the case if government ownership were consumated, 
What would happen to the competitive rates which have been 
built up and established through a series of long painstaking 
‘volutionary processes that have only been arrived at after the 
Most careful consideration and which hinge almost entirely on 
the competitive influences, whether actual or potential, offered 
Y contemporaneous rate adjustments? 

The plan is truly revolutionary and is in direct opposition 
to the democratic principles of our government. Everyone 
Who realizes the imminent danger which is contingent on the 
‘ohsummation of this plan is to be urged to cooperate as far as 
Possible in seeking to preclude any further legislative action 
that might result in irreparable damage. 

The proponents of the plan seek to justify themselves with 





the explanation that the absortion of the weak roads by the 
strong roads will materially reduce and equalize freight rates 
to a larger extent than is now possible. While it is true that 
the rates may be equalized in some instances, it is just as em- 
phatically true that in order to absorb the increased operating 
costs brought about by the acquisition of the small roads, the 
consolidated system would obviously propose a general increase 
in rates throughout the rejuvenated system in order to justify 
the law of balance. 
L. B. Thornton, 
Fairbanks, Morse & Company. 
New York, Sept. 26, 1923. 


CHARTERS AND CERTIFICATES 


Editor The Traffic World: 

In your issue of September 29 I notice an article on page 772 
in which I am quoted incorrectly and which is likely to subject 
me to some criticism. It is there stated that I argued to the 
Commission that because the protestant had a charter it was 
not necessary for it to obtain from the Commission a Certificate 
of Convenience and Public Necessity. While the statement is 
true as far as it goes, it omits that which alone justifies such a 
statement. What I told the Commission was this: That since 
the protestant had obtained its charter giving it the right to 
build a certain line of railroad eight years before the transporta- 
tion act was passed, it had a contract through its charter and 
a vested right to build that line of railroad which could not be 
stricken down or limited by subsequent congressional action, 
under the decision of the Supreme Court of the United States 
in the Dartmouth case and subsequent cases of cognate nature. 
I further stated that since the applicant had procured its charter 
three years after the enactment of the transportation act that 
contract between it and the state must be read as if the trans- 
portation act were a part of it—or, in other words, that the ap- 
plicant’s right to build a railroad was subject to the provisions 
of the transportation act, while the protestant’s right, acquired 
long before, was not subject to it. 

I do not want to be placed publicly in the attitude of having 
said that any railroad having a charter does not need a certifi- 
cate, because that bare statement does not reflect my views, but 
if left to stand as it is puts me in a position which I do not 
desire to occupy. 

Yours truly, 
G. B. Webster, 
General Counsel, Cairo, Truman & Southern Railway Co. 
St. Louis, Mo., Oct. 4, 1923. 


CHICAGO PLAN CONDEMNED 


Condemnation of unification, either as to control or opera- 
tion, of the Chicago district terminal facilities, was voted 
unanimously by the Chicago Shippers’ Conference Association, 
at a meeting on October 2. The resolution places the Association 
on record as favoring the continuance of the competitive system 
both as to carload and L. C. L. shipments. It was pointed out 
in the resolutions that under the present competitive arrange- 
ment there were many advantages which the shippers received 
which they would not get under a unified system where com- 
petition was eliminated. 

The report of the special terminal committee that drafted 
the resolutions said that the strength of the Chicago terminal 
and its growth to the largest of its kind in the world had been 
due to the energy and initiative of individual roads under the 
spur of competition. While present methods of operation were 
not perfect, it was said, the present record volume of business 
was being handled in better shape than ever before, and it 
seemed doubtful if so great an enterprise could be handled as 
well under a single administrative head. 

The tendency of the carriers and shippers to cooperate was 
pointed out, and it was stated that much better service could 
be expected in the future as well as reduced operative costs, if 
competition was not interfered with. 

Commenting on the action of the Chicago Shippers’ Confer- 
ence Association in condemning unification of the Chicago ter- 
minal facilities, Edward J. Noonan of the Chicago Terminal Com- 
mission said that the association was mistaken in believing that 
the proposed plan would stifle competition. ‘What it will do,” 
he said, “is to maintain even competition between the carriers. 
There is no proposal to eliminate the individual freight house of 
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any railroad. What the plan proposes is simply that the ter- 
minal company perform all the hauling of the freight from the 
freight house to the yards as designated by the carrier to whom 
the shipment belongs.” 

Mr. Noonan indicated that, according to the studies which 
had been made, a vast saving could be effected in the Chicago 
district by the adoption of the plan which contemplates the 
turning over and receiving of all freight at strategically located 
yards on the edge of the district. “The terminal company, by 
unified operation, could then deliver the freight to the carriers’ 
tracks or freight house without much of the back-hauling, cross- 
hauling and lost motion that clutters up the terminal today,” he 
said. He said that he did not believe, as the resolutions of 
the association indicated, that it was too big a proposition to be 
handled under one head. 

In commenting on the manner in which the terminal com- 
pany could be formed, he said that perhaps the simplest way 
would be for all reads having facilities within the area to turn 
them over to the terminal company, taking in return a propor- 
tional allotment of stock. 


NAVAL STORES RATE CASE 


The Trafic World Washington Bureau 


For the first time in its history, the Commission this week 
began work on a general case involving rates on naval stores. 
It has had some cases in which rates on naval stores have been 
under consideration, but this one is the first in which every 
naval stores’ rate in the territory of origin has been in question. 
The case is I. and S. No. 1900. Examiner Paul O. Carter took 
testimony for four days. The proposal is to revise the rates 
from the interior points of production to the south Atlantic and 
gulf ports; from the gulf ports to northern and eastern destina- 
tions; and from the interior points of origin to northern and 
eastern destinations. 

The carriers propose a key rate of 33 cents on rosin and 57 
cents on turpentine, from the ports of Cincinnati, with rates to 
other river crossings made on the customary basis of cents per 
100 pounds under the rate to Cincinnati. At present the rates 
are 27 cents on rosin and 38.5 cents on turpentine from the 
south Atlantic ports to Cincinnati; 27 cents on rosin and 35.5 
cents on turpentine from the gulf ports to Cincinnati. 

R. J. Dawes, assistant general freight agent of the Atlantic 
Coast Line, was the first witness for the carriers. Their con- 
tention was that the revision would preserve the revenues of 
the carriers and put the producers on a better basis. At pres- 
ent, it has been claimed by some producers, they are compelled 
to ship their product to the ports and then have them hauled 
back through the points or origin. Mr. Dawes introduced 68 
exhibits, each being a comparison of the rates and revenue on 
naval stores, on the one hand, and rates and revenue on traffic 
that might in some instances be called comparable on the other; 
in others merely to show higher rates on commodities of lower 
value. He used petroleum and its products for:comparisons, in 
such a way as to lead to the impression that he considered those 
comparisons pointed. His testimony was in behalf of the lines 
in southeastern and Carolina territories. i 

Similar testimony was given by W. D. Cook, general freight 
agent for the Gulf & Ship Island, for all carriers in Mississipi 
Valley territory other than the Louisville & Nashville. The 
Louisville & Nashville had L. L. Drescher, assistant to the vice 
president in charge of traffic, present the facts urged by that 
carrier in justification for the revision of rates proposed from 
points on its system. 

S. C. Matthews, assistant feight traffic manager for the 
Pennsylvania system, southwestern region, testified about the 
adjustment of rates to Chicago. On cross-examination it de- 
veloped there seemed to be some disagreement between lines 
north of the Ohio and the Illinois Central and the lines in agree- 
ment with it, as to the rates to Chicago. The Illinois Central, 
as the rate-making line from lower Mississippi Valley points, 
was supported by the Chicago & Eastern Illinois and the Chi- 
cago, Indianapolis & Louisville. The northern lines, apparently, 
did not receive out of the increased rates the divisions for which 
they hoped, although the point was not clearly developed, be- 
cause shippers were not directly interested in the division of 
rates. In this case, however, they took an interest because of 
its bearing on the measure of the rate itself. 

The first witness for the shippers’ side of the case was 
T. G. Guthrie, in behalf of the Jacksonville (Fla.) Traffic 
Bureau. He devoted himself to the adjustment of rates, to, 
through, and from Jacksonville, from the territory in which 
Jacksonville dealers do business. 


SHORT HAUL STEEL RATES 


The Trafic World Washington Bureau 

The Trunk Line and Central Freight Association railroads 
that have filed schedules advancing short-haul commodity rates 
on iron and steel articles between points in western Pennsyl- 
vania, eastern Ohio, western New York and northern West 
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Virginia so as to clear fourth section departures disclosed jp 
the American Shipbuilding Company case, have joined in a 
defense of what they proposed, asking the Commission not to 
suspend the rates. The burden of their defense is that, but or 
the interference with their efforts by various governmental 
bedies, they would long ago have lined up the rates in accord- 
ance with landmarks set as long ago as the latter part of 1914, 
when the first half of the five per cent case went into effect. 

The greatest interference with their plans, they indicated, 
was the enforced withdrawal of their fifteenth section applica- 
tion pending before the Commission when Director-Genera] 
McAdoo got things ready for the twenty-five per cent increase 
under General Order No. 28. They had their rates lined up 
then, after more than three years of turmoil, so they would 
conform to the fourth section, when Mr. McAdoo told them to 
withdraw their application. 

In the three years preceding General Order No. 28, every 
time they had their adjustment about worked out, an order 
or permission came along from the Commission, they pointed 
out, which had the effect of throwing all their work out of gear 
again. Before the series of rate earthquakes beginning with 
the first half of the five per cent case, they pointed out, the 
combination on Youngstown and other valley points, from 
Pittsburgh to Cleveland, was equal to the fifth class, the classi- 
fication rating on iron and steel articles, approved, they ob- 
served, in the American Shipbuilding case, as the proper basis. 
At no time since then, however, owing to the different treat- 
ment accorded, by official orders, to class and commodity rates, 
had the combination and the fifth class rate between Pittsburgh 
and Cleveland been the same, although fifth was the basis in 
the early part of 1914, and reaffirmed as the basis in the ship- 
building case. 

The adjustment, they pointed out, was thrown out of kilter 
in October, 1914, September, 1917, May, 1918, June, 1918, Au- 
gust, 1920, and July, 1922. By implication, they averred that 
not one of the intervals between quakes was long enough to 
enable them to get the routine work of lining up the rates 
accomplished, hence their prayer that the tariffs effective Octo- 
ber .., be not suspended. The tariffs on the subject, they 
indicated, represented much more than a mere mathematical 
compilation, because it was necessary to re-establish relation- 
ships that were broken some time ago and to retain such as 
had not been disturbed and that such restoration of relationships 
could, be accomplished only by adjustments in related districts. 


NEW ENGLAND DIVISIONS CASE 


The Trafic World Washington Bureau 


The Commission has before it, on petition of Eastern Trunk 
and Central Freight Association lines, the question whether its 
amended order of March 28, 1922, is intended to be interpreted 
as requiring the southern lines to contribute to the increased 
divisions allowed to the New England lines. The petitioning 
carriers think they should contribute. The southern lines appeal 
to the record in the case before the Commission and the Supreme 
Court of the United States to show the contention of the peti- 
tioning lines is an afterthought. 


Specifically, the question that is before the Commission, as 
framed by the petitioning lines is: “Does said amended order 
affect equally and alike, as to percentage changes in pre-existing 
divisions, all carriers defendant in the above entitled proceed- 
ing (No. 11756, Bangor & Aroostook et al. vs. Aberdeen & Rock- 
fish et al.) to which said amended order was addressed, and to 
the extent that they participate in the movement of traffic, the 
divisions of the joint rates applicable to which are affected by 
said amended order?” 

The southern carriers think the answer to that should be 
negative, for the reason, broadly speaking, the complaining New 
England lines contended that the Official Classification lines west 
of the Hudson River had been given an increase in rates which 
yielded $25,000,000 more than they would have received had the 
value of the New England lines not been included in the total 
for the eastern group, and that therefore the lines west of the 
Hudson were withholding from them $25,000,000 which the 40 
per cent increase in the rates was intended should inure to 
them. They pointed out that the allegation of the complaint was 
that the eastern lines, west of the Hudson River, were with- 
holding money they had received which was intended to put the 
New England lines in a better financial condition and which 
they would not have received had not the value of the New 
England lines been included in the total upon which the 40 
per cent increase was based. They said the Commission and 
the Supreme Court handled the case as one arising between the 
eastern lines east and west of the Hudson, in which the western 
and southern carriers, although named as defendants, were 
really not involved except in the case of class rates divided in 
a way unlike the commodity rates in which the divisions were 
specifics. 

In addition to that the southern lines called attention to 
the fact that the Pennsylvania, in its instructions to the joint 
agent of the northern and southern lines at Potomac Yards, 
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directed the division of the revenue to be made only as to rates 
not based on the specific plan, under which the northern lines 
and the southern lines receive specified amounts and not per- 
centages of the through rates. They also directed attention to 
the fact that similar instructions had been issued by E. B. Boyd, 
chairman of the Western Trunk Committee. Boyd phrased his 
instructions in a little different language. He said deductions 
for the- benefit of the New England lines were to be made only 
from rates that were increased 40 per cent. He said it was 
understood that lines east of East St. Louis were not allowing 
any increase out of joint through rates to or from Southwestern 
or Trans-Missouri territory which were increased only 33% 
per cent under Ex Parte 74. In conclusion on that point the 


southern lines, in their comment upon the petition of the eastern 
lines west of the Hudson, said: 


The southern carriers show that in making and dividing through 
rates between New England territory and the South they are com- 
pelled to allow specific or arbitrary proportions north of the southern 
gateways. They have no control over these specifics, which are de- 
termined solely by the direct connections of the southern lines at 
these gateways. These specific proportions are divided between and 
among the lines north of the southern gateways upon such basis as is 
agreeable to themselves, and concerning which basis the southern 
carriers have no knowledge or voice. In view of this specific basis of 
divisions, it is the firm view of the southern carriers that the increase 
to the New England lines awarded by the Commission should prop- 
erly come out of the arbitrary or specific proportions north of the 


southern gateways, and that this was the intention of the Commis- 
sion’s order in this case. 


It may here be noted, as illustrative of this basis, that when rates 
between the east and the south were revised pursuant to the Com- 
mission’s orders in Dockets No. 10500 and No. 10515 (Corporation Com- 
mission of North Carolina vs. Director-General et al., 62 I. C. C., 64), 
in which proceedings both the eastern and the southern carriers were 
parties, such, reductions as were made in the through rates were 
borne entirely by the southern carriers, without any change being 
made in the fixed specific proportions of the lines north of the Vir- 
ginia gateways. 

The southern carriers .further show that, having in mind the 
above-mentioned character of this proceeding, as indicated not only 
by the pleadings but also by the evidence adduced at the hearing, as 
well as by the several reports and opinions which were thereafter 
entered herein, for these reasons and deeming that it was unnecs- 
sary for them to do so, they have heretofore taken no active part 
whatever in this proceeding. 

For all of the reasons stated, the southern carriers respectfully 
submit that the Commission’s order was not intended, and should 
not now be construed as intended, to require these carriers to par- 
ticipate in any shrinkage of their revenues growing out of the in- 
creased allowances to the New England lines; and that the answer to 
the question in paragraph P of the petition should be in the nega- 
tive, instead of in the affirmative as advocated in the brief on behalf 
of the Eastern Trunk Line and Central Freight Association carriers. 


JONES COMBINATION RULE 


The carriers whose schedules were involved in I. and S. 
No. 1802, in which it was proposed to cancel the Jones tariff 
rule for the construction of combination rates on lumber be- 
tween southern points and Ohio and Mississippi River points, 
have proposed a modification of the Commission’s report in 
that case, the report on which was mimeographed without page 
oropinion numbers. They believe that literal compliance would 
calse a general reduction in rates, which was not contem- 
Plated by the Commission. 

Their fear is founded on a paragraph in the decision which 

says: “We have no desire to continue indefinitely the opera- 
tion of the combination rule, but believe that in the instant 
tase carriers should. establish joint through rates on the basis 
contemplated in the rule before attempting to cancel or restrict 
this application.” © . 
_ By reason of the statement in the report, the carriers said, 
itmight be argued that the Commission was expressing itself 
a being unwilling to allow carriers to establish rates by way 
of what they call the unauthorized routes which would be no 
higher than those made by use of the Jones rule.for making 
rates by combination. 

“It is difficult to believe that the Commission means to 
have the language taken in a literal sense,” said the application 
for modification, with which was joined a prayer for reargu- 
ment or rehearing, so the matter might be more fully presented. 
Continuing, they said: 


To illustrate the situation which would be brought about if joint 
through rates are established on the Jones rule basis by way of the 
Unauthorized routes, we may take a shipment of lumber originating 
S Brookhaven, Mississippi, in the Mississippi Valley and moving 
* Buffalo, There is a joint through rate in effect at the present time 
of 45% cents applying by way of the so-called authorized routes. 
Sey of the unauthorized routes, if there be any such, the Jones 
— basis would be 44% cents. We would therefore have in effect 
ae rates from the same point of origin to the same point of destina- 
Hd It is scarcely to be believed that the Commission meant to re- 
quire the carriers to abandon their established through rates and sub- 
in ute therefor a lower rate based on the Jones rule method of mak- 
in, rates, which method by the very terms of the rule applies only 

eases where no joint through rates are in effect. : 


joint his is not an isolated case. From Brookhaven to Chicago the 
Brookrough rate is now 38 cents, the Jones basis is 37% cents; from 


aven to Chicago the through rate is:43 cents, the Jones rate is 
naib cents; from Brookhaven to Columbus, Ohio, the joint through 
“a is 43 cents, and the Jones basis rate 40% cents; from. Brook- 
es n, Mississippi, to. Grafton, -West Virginia, the through rate is 48 
Toled e Jones: basis 46% cents; from Brookhaven, Mississippi, to 
iM 0, Ohio, the joint through rate is 43 cents, the Jones tariff basis 
cents. From Chunky, Mississippi, a point on the A. & V. R. R., to 
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Pittsburgh, the joint through rate is 45% cents, but if the traffic 


moves by a so-called unauthorized route the Jones tariff basis makes 
44% cents. 


In view of the obvious fact that a general application of this 
Jones basis even where joint through rates are in effect would reduce 
the through rates, it is not considered by the respondents as being 
at all bree that the Commission meant in the anguage quoted 
to say anything else than that the through rates should be established 
over the unauthorized routes so as to provide that no greater amount 
should be charged for the transportation of lumber over these routes 
than is charged for its transportation over the authorized routes where 
the joint through rates apply. Such a theory is not entirely incon- 
sistent with the language of the Commission when we remember that 
the purpose of the Jones tariff was to adjust rates, made on combina- 
tion, te the advances allowed by the Interstate Commerce Commis- 
sion in Ex Parte 74 just as through rates were subjected to the 
advances allowed in that proceeding. In other words, it may be said 
with plausibility that the Jones rule contemplates that the rates by 


way of the unauthorized routes should be the same as the rates by 
way of the authorized routes.. 


Their suggestion is to be allowed to publish rates for ap- 
plication via the so-called unauthorized routes no higher than 
via the authorized routes, without prejudice to their filing of 
tariffs restricting the routing to the so-called authorized routes. 
The attorneys said, in the application, several of the lines made 
a distinct reservation in behalf of tariffs restricting routing. 

The applicants contended the Atlantic Coast Line tariffs 
considered were restriction tariffs pure and simple and would 
not have had the effect of establishing rates via the unauthor- 
ized routes higher than via the authorized routes, as was con- 
tended with respect of the tariffs of other carriers. They said 
the Atlantic Coast Line was not interested in the involved 
tariffs, in the Jones rule for making combinations, because the 
Jones rule could not make lower rates over the Coast Line 
routes. It was interested only in the collateral possibilities. 
They said the Coast Line, if the Jones rule basis were applied, 
might deem it necessary to reduce rates so as to retain busi- 


ness, not over the routes involved in this case, but over other 
routes. 


NITRATE RATE CANCELLATION 


Cancellation of the domestic commodity rates on nitrate of 
soda, from Gulf ports to points in Official Classification Terri- 
tory, was opposed by Armour & Co. and by Swift & Co., at a 
hearing on I. & S. 1913, before Examiner Gault, at Chicago, Sep- 
tember 29. - Ben. F. Morris,. of the Louisville & Nashville, testi- - 
fied that the proposed cancellations were designed to correct an - 
error by which this material was included in the fertilizer list. 
He stated that only 40 per cent of the nitrate was used for fer- 
tilizer, that all of it was imported from Chili, and that its value 
was higher than that of most fertilizer ingredients. 

There was no movement under the tariffs which it was pro- 
posed to cancel, it was stated, the commodity moving on import, 
rates, and it was therefore desirable to concel out these paper 
rates so that they might not be used as a basis for attack on the 
present import rate. The import rates, it was stated, had moved 
the traffic for years. i, 

The testimony of W. W. Manker, for Armour & Co., was to 
the effect that there was a need for the domestic rates. There 
was considerable movement of the commodity between the many 
widely scattered plants of his company, he stated, and for this 
movement the import rates could not apply. He pointed out 
that the proposal did not cancel out the domestic rates in South- 
ern Territory and that, therefore, plants in the north would 
suffer from discrimination. He pointed out that the cancellation 
of these rates, and the forcing of the use of fifth or sixth class, 
would effect increases ranging from 284 to 395 per cent. 


PORT PETROLEUM RATES 


The Trafic World Washington Bureau 


Attempt by the lines serving New Orleans and its sub-ports 
to bring the rates on petroleum and its products for coastwise 
and export down to the level of those applying to the Texas 
ports has precipitated one of the most pointed port relationship 
fights the Commission has had for some time. The tariff propos- 
ing that equalization are supplement No. 4 to Boyd’s ICC A-1394, 
effective October 10, on export business. The publication bring- 
ing down the coastwise rates is No. 10 to Leland’s ICC 1584, 
effective October 24. The proposed rates apply.to New Orleans 
and its twenty-four sub-ports. 

Requests for suspension and the arguments therefor have 

been made by the Atchison, Topeka & Santa Fe, Gulf Colorado 
& Santa Fe, Texas City Terminal Railroad Company, and the 
Texas City Board of Trade. 
Broadly speaking, the proposition is that the average distance 
to the Louisiana ports is so much greater, from the Oklahoma 
points of origin, twenty-one in number, that the rates to New 
Orleans should be at least 2%4 cents higher than to the Texas 
ports, ae 

In its request for suspension the Texas City Board of Trade 
said that the refinery capacity of the twenty-one Oklahoma 
points was 184,300 barrels of which refineries having capacity 
of 145,200 barrels were located at nine points upon the Santa Fe 
and M-K-T leaving a net refinery daily barrelage capacity of only 
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41,100 otherwise situated. It said that the nine refining origins 
situated upon the two carriers mentioned, had direct lines to the 
Texas ports. 

“There are other refining points in Oklahoma that are now, 
or have been recently in active operation,” said the Texas City 
Board of Trade. “Of these other ports protestants have been 
able to locate approximately thirty-three that are now or re- 
cently have been in actual operation of which seventeen are at 
points reached by the rails of the Santa Fe and the M-K-T and 
which seventeen points have a combined daily refining capacity 
of 129,800 barrels which, added to the 145,200 daily refining 
capacity of the nine refining points heretofore referred to, yields 
a total of 275,000 barrels daily refining capacity, having a one 
line haul to the Texas gulf port outlet for export or coastwise 
forwarding.” 

The Texas organization said the refineries requiring a two- 
line haul to the ports had a combined total of only 41,100 barrels. 
It said they alone were directly interested in joint line rates with 
the Louisiana lines. 

Referring to the reduction made last March to the Texas 
ports, the Texas City organization said the result of that action 
by the direct Oklahoma-Texas gulf ports rail lines was the prompt 
location at a port of Texas City of a large plant of an Oklahoma 
refinery, for the forwarding by export and coastwise of its 
petroleum products and which had been about to locate its tide- 
water facilities at or adjacent to the port of New Orleans: 

As figured by the Texas City organization, the average dis- 
tance over the shortest specified rate routes to Galveston would 
be 575.8 miles and to New Orleans 807.5 miles, showing an excess 
of forty-three per cent of mileage to New Orleans over mileage 
to Galveston. By taking the short lines mileage to Galveston 
and New Orleans regardless of tariff specifications, the Texas 
City Board of Trade figured the average to Galveston at 529.5 
miles and to New Orleans at 707.5 miles, or a difference of 34 
per cent in favor of Galveston. 

“A pertinent phase of the circuituous rate routes involved to 
New Orleans from these Oklahoma origins as well as in the 
short line haul over which the proposed reduced rates to New 
Orleans do not now specifically apply,” said the board of trade, 
“rests in the mileage allowance by rail lines to private tank 
car owners which is 1.5 cents per mile for loaded and equalized 
empty mileage as carried in Jones’ ICC No. 1342, Item No. 88. 

“As an illustration, using Tulsa as a refining origin, and 
New Orleans as the Louisiana port of destination, the specific 
rate route via the Midland Valley and Missouri Pacific through 
Arkansas to Alexandria, La. and thence via Texas & Pacific would 
yield 827.6 miles and the mileage allowance on a loaded and empty 
movement would be $24.82 per round trip, as against the same 
private car allowance from Tulsa to Galveston over the M-K-T of 
$20.44 on a distance of 681,3 miles each way; or Tulsa to. Gal- 
veston via Midland Valley Muskogee, Kansas Oklahoma & Gulf, 
Denison and Southern Pacific Lines of $19.02 on a distance of 
634.2 miles each way. 

“Actually in the attempt to deprive the Texas gulf ports of 
the natural geographical advantage in the way of distance, the 
Louisiana lines complained of are attempting to reduce to the level 
of these rates, to a lower basis than actually obtains to Gal- 
veston even if the additional cost of motive power, train crews, 
and clerical detail involved in the longer haul (and which addi- 
tional cost the protestants have no avenue of acquaintance with 
or method of computation) be not included. 

“Wherefore protestants aver that from the Oklahoma petrol- 
eum refining points they cannot, as ports, compete with New 
Orleans upon an equal basis of freight rates, either in the export 
or coastwise values, and that the Texas ports represented in this 
petition are severally and jointly entitled to a lower basis of 
both export and coastwise basis on petroleum and its products 
not only from that central and eastern portion of Oklahoma, 
specifically named in this petition, but from the state of Okla- 
homa as a whole.” 


The petitioners said they did not question the reason- 
ableness of existing or proposed level to the rates themselves but 
were contending for recognition at the hands of the Com- 
mission, for the natural right of the Texas ports to lower rates 
from the Oklahoma points of origin than to New Orleans and 
its sub-ports based on distance as the Texas ports knew that 
under an equality of rates they could not compete with New 
Orleans for export or coastwise petroleum movement. They 
said the already evinced inclination of Oklahoma refining in- 
terests to locate at New Orleans would be continued indefinitely 
to the detriment, prejudice and commercial injury of the Texas 
ports, unless the Commission prevented the so-called equalization. 
They alleged further that the proposed rates would violate both 
the letter and spirit of section 15-A in that they constituted 
an attempt toward freight rate equalization regardless of trans- 
portation costs. That suggested, they said, that such equalization 
would not be an effort toward “effective and economical manage- 
ment of the carriers’ property engaged in the transportation 
of freight within the meaning of the transportation laws.” 

The protesting rail lines repeated many of the facts set forth 
in the review of the situation put forth by the Texas City 
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Board of Trade and said that the whole question of the relation- 
ship of rates on classes and commodities including petroleum 
and its products as between the Texas and Louisiana ports was 
before the Commission in No. 12798, Galveston Commercia] 
Association et al. vs. the Galveston, Houston & San Antonio et al. 
They said the Commission in its consideration of this petition 
should take cognizance of the formal docket case and not allow 
the relationship of the Texas gulf ports vs. New Orleans and 
sub-ports to be disturbed until the entire situation was ready 
for disposition in the formal case. 

Telegrams in defense of the proposed adjustment have been 
received by the Commission from the Dingwell Petroleum Prod- 
ucts Company, Cosden & Company, Warren Petroleum Company, 
Empire Refineries Company and the Tulsa Traffic Association. 
The first mentioned said it could see no valid reason why the 
rates to the ports should not be the same. It said that the 
bulk of its business was export through New Orleans. Cosden 
& Company objected to the suspension and asked for a hearing. 
The Empire Refineries Company said it was vitally interested 
in the New Orleans district and that the suspension of the 
rates would mean large financial loss making valuable property 
worthless for the purposes they are now used. The Warren 
Company said it preferred to use New Orleans. At this time 
it said a great deal of oil was being moved for export, and it 
hoped the Commission would not suspend. 

The Tulsa Traffic Association said the unloading facilities 
at New Orleans were far superior to those at Texas ports and 
that the oil shippers preferred to use New Orleans. This pro- 
test of the Texas cities, it said, was pure selfishness on their 
part, as rates to both New Orleans and gulf ports had always 
been maintained on the same basis. It claimed to represent some 
fifty oil shippers and “We vigorously protest against suspension.” 


ASSIGNED CAR CASE 


The Ford Motor Company of Highland Park, Mich., has 
petitioned the Commission for reopening of the assigned car 
case for further hearing and argument and for vacation or modi- 
fication of the Commission’s order as it affects privately owned 
coal cars. 

The company said, as a part of the manufacture and pro- 
duction of automobiles and tractors, it operated by-product coke 
ovens and blast furnaces at its River Rouge plant and that the 
normal daily consumption of coal by this plant was about 2,200 
tons, and that further, petitioner was a very large consumer 
of bituminous coal for general purposes. The petition said: 

Petitioner was fully cognizant of this proceeding as it took its 
course; it followed the hearings with interest, and its representatives, 
although not making a formal appearance, were present at a portion 
of the hearings. No suggestions were made nor was any matter 
brought forth intimating a result of the character contained in this 
order. The general discussion and the trend of the testimony being 
adduced warranted petitioner in the belief that its privately owned 
coal cars were not in any way the object of the Commission’s inter- 
est. Petitioner offered nothing, as nothing apparently was expected. 
From the record it would not appear that an order such as was 
made could have been in contemplation at the time of taking of 
testimony. Surely, if such an order could have been foreseen, some 


of the multitude of objections now being made to it would have 
been raised long ago. 


The petitioner said it had bought coal mines to obtain the 
kind of coal it desired and that, relying upon the assumption 
that the use of privately owned coal cars had been definitely 
settled and determined, bought 1,004 standard steel hopper 
bottom coal cars at an expense of $1,807,200. 

The petitioner said serious consequences would result to 
it by reason of the enforcement of the order unless it were 
modified or vacated. It said the order would reduce production 
at its Banner Fork mine 75 per cent, and that the value of 
the car equipment would be a total loss to petitioner. . 

“The order discourages the purchase of equipment by pr 
yate concerns and means just so much less equipment at the 
disposal of the railroads for transportation purposes,” the com- 
pany said: 

The petitioner declared the solution of the coal problem was 
not the development of additional mines, but instead an in 
crease in transportation facilities, and that the private car was 
a vital factor in making such facilities available. The petition 
continued: 


This is purely a question of car supply, for it has been demon- 
strated Saat enrriers are unable to provide such a supply of their — 
ears as will take care of petitioner’s needs. The ownership of prives’ 
cars and the right to use them are the only present methods aval 
able to petitioner. Curtailment of production, which must inevitably 
take place in the event that this order is permitted to remain eftectiv6, 
will affect not only petitioner, but the communities in which pe 
tioner and its branches, factories and subsidiaries are located. Further, 
petitioner’s products are sold at an extremely low price. 7 
possible only by reason of the economies and savings of the charac 2 
herein mentioned which petitioner is able to effect. The continudt: 
of this order will have a widespread effect upon the price at W 
petitioner will be able to market its products. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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CANADIAN GRAIN MOVEMENT 


The Trafic World Ottawa Bureau 


The problem of shipping on the lakes to transport the big 
Canadian grain crop still remains unsolved, and is causing in- 
tense anxiety in both commercial and government circles in 
Canada. The government department of Trade and Commerce 
is being bombarded from every side urging immediate action to 
be taken to avert a blockade at the head of the lakes. The de 
partment continues to insist that all will be well, and that pro- 
vision has already been made for sufficient tonnage to move all 
put from 25 to 40 million bushels of the crop, but those most 
concerned cannot figure out how this reassuring conclusion is 
arrived at. There were several conferences this week at Tor- 
onto between the department and the Chairman of the Board 
of Grain Commissioners on the one hand and the American 
vessel owners on the other. At its conclusion it was announced 
that “no scheme had been brought to light that would satisfy 
the American interests and at the same time conform to the 
terms of the new Canadian Act.” The discussion came to an 
end, the parties to it departed, and the Chairman of the Grain 
Board made the somewhat indefinite statement: “The only thing 
that now remains is to see what we can do.” 

The new legislation was passed mainly at the instance of 
the western grain producers, whose attitude is represented by a 
recent statement from the Saskatchewan government, which 
says: “The Federal government is justified in taking the strong- 
est possible measures to stop the profiteering of these inter- 
national pirates,” referring to vessel owners on the Great Lakes. 
The trouble is that the Federal government did take “the strong- 
est possible measures” by passing legislation which the Ameri- 
can vessel owners declare they will not conform to, but will re- 
main out of the Canadian lake trade. This has created the 
situation which is causing those who urged the passing of the 
legislation to come forward and insist that shipping be provided. 
It is suggested that the government “make the fullest possible 
use of the Canadian Merchant Marine and also charter ocean 
vessels for the lake trade.” 

The Department of Trade and Commerce continues to insist 
that all will be well, but it is apparently basing this hope on the 
expectation that the American vessel owners will “climb down” 
and conform to the new regulations. Shipping authorities in 
Canada declare that this is a vain hope, as it will be equivalent 
to giving up the fruits of victory won from the Interstate Com- 
merce Commission in the United States. 


Harvey Goulder, of Cleveland, solicitor of the Lake Carriers 
Association, who was present at the Toronto conference, ex- 
plained that under no condition would the American owners 
submit to the conditions of the existing act. He pointed out 
that it was not the desire of his clients to create a precedent by 
filing a tariff as the Canadian act requires, as it would be the 
means of creating a similar condition in the United States should 
the Interstate Commerce Commission try to force American 
owners to file tariffs for coal, ore and stone. He contended that 
while the Amerieans would accept a reasonable working plan 
with the filing of tariffs and posting of charters (which are the 
whole substance of the act) eliminated, the Canadian volume of 
grain out of Fort William was so slight in comparison with their 
whole volume of business that it would be a dangerous prece- 
dent to create to operate under conditions as they now govern 
Canadian vessel owners. 


Reports available at Ottawa, regarding the exient to which 
Americans are participating in the Canadian trade and accept- 
ing the new law, are very conflicting. Mr. Low, minister of 
Trade and Commerce, says there are enough ships in sight to 
transport all but from 25 to 40 million bushels of the crop. 
Official reports of clearances on record at the Department of 
Marine tell a very different story. The number of American 
vessels actually engaged in the trade up to date, as shown by 
the official record of clearances was only four, with a total ca- 
pacity of 1,199,000 bushels; and although a few have since en- 
tered whose clearances have not yet been received, the total is 
very far from being sufficient. It is stated that the maximum 
humber of vessels likely to come in under the present regula- 
tions, if the hopes of the department are realized, will not ex- 
ceed 20 in all. Their united trip capacity would be around 
8,000,000 bushels. Navigation closes in less than six weeks. 
Unless the 20 vessels expected receive unusually prompt de 
Spatch, they cannot make more than six round trips for the 
Season. This would mean a total of about 18,000,000 bushels 
meen they could move—and that is scarcely a drop in the 
ucket. There are at present nine ships of the Canadian Gov- 
ernment Merchant Marine engaged in the trade, with a total 
Capacity of less than one million bushels. 

“~ The present impression here is that, if the American ship- 
4 interests persist in their present attitude, the only thing 
“ can be done to solve the difficulty will be for the govern- 

ent to allow the American vessels to come in without restric- 


a and to “wink” at the act, for the present. It cannot be 
is dae by another act of parliament. But if this course 
' ed, 


the Canadian shipping men make it plain that they 
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do not propose to conform to a law which is not being enforced 
all around. It would apear that in a desire to listen to the 
clamoring of the western farmers in parliament, the government 
has got into a rather unpleasant situation. 

Figures issued by the Canadian Bureau of Statistics show 
that the refusal of the American ships to enter the lake trade 
under present conditions cannot be very agreeable to American 
grain exporters and American ports, whose chances of getting 
anything like the usual share of Canadian grain will be reduced 
in proportion as American lake vessels keep out. During August 
only half as much Canadian grain went out through American 
ports as went out last year, or 2,025,071 bushels as compared 
with 4,014,574. On the other hand, the shipments through Ca- 
nadian ports this year were 8,673,544 as compared with 5,796,854 
last year. 

Canadian ports are also handling less American grain this 
year than they did last. American grain in store in public ele. 
vators in eastern Canada on September 14th was 2,000,000 
bushels less than at the same date last year. It is given here 
as reason for this that the American railroads are in much 
better shape to handle the traffic than they were last year and 
in addition there is a strong propaganda being conducted for 
the popularizing of American routes for American grain. 


MOTORBUS COMPETITION 


The Trafic World Ottawa Bureeu 


; Among the matters to which detailed consideration was 
given by the American passenger traffic officials, during their 
recent conference on the St. Lawrence, in Canada, was the ser- 
ious competition which autobus service for medium distances 
is given to steam railways. Mr. L. W. Landman, passenger 
traffic manager at Chicago for the New York Central and Michi- 
gan Central Railways, while in Montreal, stated that the rail- 
ways had to face the fact that there was an evident inclination 
on the part of the public to use this autobus and motor service, 
where it could conveniently be taken advantage of. In Ottawa, 
Montreal, and other Canadian cities, these services have multi- 
plied with extraordinary rapidity during the past year or two. 

“We may as well face the situation now as later on,” said 
Mr. Landman. “The steam railways have a new competitor in 
the autobus and motor. They are becoming a more and more 
convenient method for travelling short distances, and it is be- 
yond question that, in the summer months particularly, the 
autobus has come to stay. It would be as useless to protest 
against it, as to try to suppress it, either of which courses 
would lead to serious criticism.” 

Mr. Landman said that, in his opinion, autobus competi- 
tion could not be combated by increased steam railway service, 
and he thought the time had arrived when steam railways would 
be compelled to find other means of transportation for short 
hauls than those at present in use. 

“The autobus is rapidly growing in use all over this con- 
tinent, probably faster in the United States than in Canada. 
This is a real menace to the steam railways. It seems to me 
the time has come when the railways should advocate proper 
regulation for the control of the autobus by regulating these 
common carriers and placing upon them a just proportion of 
the taxation just as the railways have to submit to control and 
heavy taxation.” 

It was obvious, he said, that the railways were best 
equipped for the handling of such traffic and could best com- 
pete by going into the business. He had no doubt that the 
steam railways could easily expand their present services so 
as to include this phase of transportation. Properly handled, 
even now the autobus short-haul service is assisting the rail- 
ways, by bringing them business for long hauls, thus serving 
as traffic feeders. At the recent convention statistics had been 
presented showing that by using such services on short hauls 
operating expenses could be cut in two. 

“During the recent convention,” he said, “a report on this 
phase of railway work was presented by a special committee 
of which G. T. Bell, of the Canadian National Railways was a 
member. After hearing the report of this committee the con- 
vention concluded that we had to face a condition, not a theory, 
and that we might as well face the situation and get together 
on the subject, in the first place by securing every possible 
information.” 


GRAND TRUNK POLICY EXPLAINED 


The Trafic World Ottawa Bureau 


The government has issued for publication, simultaneously 
in Canada and in London, a statement giving the Canadian 
viewpoint of the relations between the government of Canada 
and the Grand Trunk Railway Company, which has been pre- 
pared in view of the steady stream of criticism which has ap- 
peared in the press in Great Britain. Its publication will be 
timed with the arrival of Premier King in England to attend 
the Imperial Conference. He is now en route and is expected 
to arrive some day this week. The government statement is 
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Sa TO ALL SHIPPERS 


— .. INTERESTED IN TRAFFIC | 7% 
4 WITH NEW ENGLAND by 


Ship via the New York, New Haven & Hart- and 
ford Railroad and enjoy the advantages of having 
your carload and less carload freight handled effi- MREAD CO. 





ciently and with dispatch through the most modern 
‘a facilities provided at Cedar Hill Terminal—just 
— east of New Haven, Conn. 


EPP" 





B 3 CEDAR HILL TERMINAL 


A Cedar Hill Terminal, located just out side of New Haven, Conn., 75 miles from 
reno (| New. York, in the heart of the New York, New Haven & Hartford Railroad Sys- 
; ies tem, is one of the most modern and efficient yards in the United States for the 

/) classification and handling of carload and less than carload freight. 


It covers 1160 acres, has one hundred miles of track, and a capacity for 
handling 4,000 cars every twenty-four hours. 


The facilities enable careful and prompt handling of all classes of freight. 


Scheduled trains run from Cedar Hill to twenty of the most important des- 
tinations on the New Haven System. Rails radiate from Cedar Hill direct to all 
important points on the system. 
















It handles, in addition, in the most expeditious manner carload and less than 
carload freight to and from points west of the Hudson River and Lawrence, 
Mass., Portland, Me., Bangor, Me., Berlin, N. H., and Manchester, 
N. H., and other points on the Boston & Maine, Maine Central and 

Bangor & Aroostook railroads. 


All less than carload freight is handled at the Transfer and for- 


PROVINCETO warded in no case later than twenty-four hours after arrival. 


Minds ton Being the principal concentration point on the New York, New 
NPLYMOUTH Haven & Hartford Railroad for less than carload freight, through 
+ direct to destination cars are made to and from Cedar Hill transfer: 
from and to all of the important stations on the New Haven; from 

J: and to all the important stations on:the rails of the other lines in 








° CAPE om ‘7. 
“sey New England as well as to and from important stations on the rails 
St Sy of other carriers located in the United Btates and Canada. 


ae Iss beHaTHam The less than. carload. transfer is ‘located: in: the center of Cedar 
Crvannis p Hill Terminal, and is so situated that either eastbound or westbound 









merchandise cars can be placed and promptly handled. 


It has four platforms 1200 feet in- length, two of which are 30 ‘2% 
feet, and two 20 feet in width served by sixteén tracks with a capacity - 


Mee of 450 cars. When required three additional platforms 1200 feet by 

vag 30 feet can be easily constructed with necessary supporting tracks 
‘+ more than doubling capacity. 

ry Modern construction, and appliances such as tractors and trailers, 


make possible the handling of less carload freight with minimum 
delay and opportunity for loss and damage. 


«, New Haven & Hartford Railroad Co. 


Operated and Controlled Lines 


we 





amphlet des trantages of Cedar Hill as a factor in furnishing dependable and satisfactory service on your freight, address any of the fellaiving Traffic histatins 

at Depar New Haven, Connecticut Freight Traffic Department, _Pier 14 North River, New York City 
: Depart South Station, Boston, Mass. Freight Traffic Department, 3625 Grand Central Term’, N. Y. City 
> Departm 


ley Building, Atlanta, Ga. Freight Traffic Department, 222 Oliver Building, Pittsburgh, Pa. 
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a very voluminous one, comprising 28 pages, and goes into the 
whole case very fully. It begins by reminding the Englishman 
that he is usually considered a “good sport” and a good loser— 
except in investments like Canadian railway enterprises, where 
it is suggested the Canadian government should be called on to 
make good his losses. “The demand is made,” says the gov- 
ernment statement, “that the Canadian government shall ac- 
cept responsibility where there is no obligation whatever, and 
for declining to assent to his view the government is roundly 
abused. It is only necessary to put the facts before the British 
reader to have him give a fair judgment upon them.” 

The facts as recited in the statement may be summarized 
by the following extracts: 


One of the first errors on which the claimants base their 
case is that the Grand Trunk Railway Company were compelled 
by the Canadian government to enter into the contract for the 
construction of the subsidiary enterprise known as the Grand 
Trunk Pacific Railway. This, of course, is entirely unfounded. 
The directors and managers of the Grand Trunk Railway Company 
of Canada were not children. They were grown men, most of 
them able men. Mr. C. M. Hays was one of the ablest, railway 
men in America. They came to the Canadian Government to 
discuss the question of western extension and asked for govern- 
ment assistance. The government had the right to state the 
terms upon which they were willing to assist, which may be 
put as follows: 

“The time has arrived when we think Canada should have a 
second transcontinental railway. The existing transcontinental 
line, while in many respects an excellent one, and doing much for 
the development of Canada, has a weak point. It is not an all- 
British line. It goes through a section of the United States. 
In event of any international difficulties, the railroad would 
not be entirely under Canadian control. If we are to have a 
second road, we wish it to be an all-British line, extending from 
the Atlantic to the Pacific. Its western terminus should be on 
the Pacific Ocean, its eastern point should be at a junction with 
existing government railways at Moncton, New: Brunswick, a 
convenient center in the Maritime provinces.” 

The government was willing to consider a scheme of that 
kind, and the railway representatives declared themselves ready 
to make a contract for the line suggested; but to say they were 
compelled to make the contract is childish. Mr. Hays, who had the 
chief part in negotiating the contract, had a large staff of expert 
assistants to advise him, and the professional advice of the 
foremost Canadian lawyers, while eminent English lawyers ad- 
vised the directors on the English side of the management. 
Voluntarily, of their own free will, the Grand Trunk Railway 
Company of Canada took up the project of the Grand Trunk 
Pacific line, and for days and weeks, even months, they con- 
ducted negotiations which resulted in the signing of the contract. 

The soundness of the Canadian government’s position from 
an Imperial point of view was established when the war broke 
out. Transportation across Canada became a matter of the 
highest Imperial importance, because the United States declared 
neutrality and the Canadian Pacific Railway running through 
the State of Maine could not be used for the transportation of 
tropps or war materials. 

Another baseless assertion of those who are assaulting the 
Canadian government is that the property of the Grand Trunk 
Company was confiscated by Canada. The enterprise was in the 
hands of its London directors. The Canadian government re- 
peaterly came to the aid of the company to the extent of many 
millions of dollars. When at last, with all the help they had, 
the company admitted their inability to carry on the work, the 
government took the property over under the terms of a contract 
voluntarily made by the company’s authorized representatives, 
the board of directors in London. Many Canadians today feel 
that it would have been a wiser policy for the government of 
that day to have refused to take over the property and to have 
left the enterprise to the operation of the courts. Unfortunately, 
they did not do this; but in their desire to prevent an entire 
collapse consented to acquire the property on the terms set 
forth in an agreement. Here again the Grand Trunk directors 
acted of their own free will. They found themselves at the end 
of their tether. They asked the government, which had already 
helped them so liberally, to assist them further by taking over 
the property and the government consented. 

Let the fair-minded Englishman, then, dismiss the groundless 
statement too often made in the English press that the Canadian 
= confiscated the property of the Grand Trunk share- 
holders, 

Another groundless statement is that the government refused 
to allow the Grand Trunk to increase its rates. In Canada, as 
in Great Britain, there is a tribunal which determines railway 
rates. The Grand Trunk, in ae ge | the same manner as the 

e 


Canadian Pacific, had to submit to t rulings of the Railway 
Board. ? 


The assumption that the government have acquired from 
the Grand Trunk a profitable enterprise, and that the profits are 
being diverted from the English shareholders to the Treasury of 
the Canadian government, is quite unfounded. They acquired a 
bankrupt concern which has been a liability and not an asset 
every day since the property came into possession of the 
government. Canada’s part in the war has imposed upon her very 
heavy burdens in the way of interest on an enormously increased 
public debt, financial burdens which have been increased by the 
obligations assumed by the acquisition of the Grand Trunk. Is 
it reasonable to expect her to add to her difficulties by taking 
upon herself burdens as to which she is under no obligation 
whatever® 

To the statement that the agreement gave some stockholders 
better terms than others, it is pointed out that the Grand Trunk 
directors were acting for the stockholders of their company; 
they were the authorized representatives of all the Grand Prank: 
interests; and if the agreemet was unsatisfactory in any respect, 
that is a matter between them and their directors. The govern- 
ment and the directors were unable to agree as to the value of 
certain stocks and bonds, and left the matter to a Board of Arbi- 
tration of particular eminence. The arbitrators decided that 
certain classes of Grand Trunk securities were of no value, and 
on appeal to the Judicial Committee of the Privy Council the 
decision was affirmed. 

R There is a good deal of interesting statistical matter embodied 
in the statement, including a summary showing the very large 


Vol. XXXII, No. 14 


amounts which a country of nine million people have transported 
to transportation expenditures. It is as follows: 

The capitalization of all Canadian railways is officially 
placed at $2,164,687,636. To this may be added investments not 
represented by the capitalization, such as $445,271,574.87 expended 
by the Dominion on Canadian government Railways and the 
Quebec Bridge, and $25,230,003 spent on ralways by Provincial 
governments, a total of $470,501,577.87. This added to the capital- 
ization gives roughly an investment of $2,635,189,213. 

Towards this investment, the Dominion of Canada—irrespec- 
tive of provincial and municipal aid—with a population of less 
than nine millions, has contributed in cash either by way of sub- 
sidies, loans, stock or bond purchases, capital expenditure, or 
deficits $1,206,939,899. Regarded as an investment, there should 
be added $80,125,083 in unpaid interest which is being carried 
against former privately-owned railways in the hope that some 
day the Dominion may receive consideration in the matter of 
interest. To this total investment of $1,287,064,982.57 of Canadian 
public moneys may be added the $74,550,000 voted on railway 
account at the recent session of Parliament, which swells Canada’s 
provision toward rail transport to $1,361,614,982.57. Canada surely 
has been a “good provider” where her railways are concerned. And 
Canada’s railways do not by any means tell the entire story. 
Canada has had to find, as well, $200,000,000 on canal account, 
which has added to the general transportation burden of the 
Dominion. 

In addition to the $1,361,614,982.57 it has been necessary to 
find for the railways, the Dominion stands committed to the 
guarantee of railway stocks and securities amounting to $471,695,- 
903.50. These guarantees, at one time considered a remote con- 
tingent liability, have become an active charge, and in every 
instance the guarantee of the Dominion government has been 
honored. In addition to the guarantees of the Dominion govern- 
ment, certain provinces guaranteed Canadian Northern and Grand 
Trunk Pacific branch line and other bonds totalling $96,542,789.59. 
On the Dominion government has fallen, with proprietorship, 
the privilege of paying the unearned interest on these provincially 
guaranteed bonds. 

Including fixed charges the total deficits on Canadian National 
Railways (including the Grand Trunk) were 74,930,839 in 1920, 
$72,662,278 in 1921, and $60,251,845 in 1922. More than a third of 
these deficits were interest charges due the Canadian government, 
which has had to provide the money to pay the interest charges 
due the public. But these deficits alone do not represent the 
amount of money Canada has had to provide on railway account 
at each session of Parliament in recent years. There are heavy 
capital charges as well, so that the total voted on railway 
account in 1921 was $179,065,760; in 1922, $97,220,000; and at the 
recent 1923 session, $74,550,000. These immense sums cover oper- 
ating deficits, betterments, certain interest charges and maturing 
obligations, but again let it be stated that while the votes pro- 
vide interest charges due the public, they made no provision for 
interest charges due the Canadian government. 

At such a time, and under such circumstances, the Canadian 
taxpayer is asked to make a compassionate grant to Grand 
Trunk junior stockholders to an amount unofficially placed at 
$25,000,000, roughly a ratio of thirty, twenty ond ten for the first 
and second preference, third preference, and common _ share- 
holders respectively. In the face of the record it is difficult to 
understand the argument put forth on behalf of the Grand 
Trunk, that Canada has dealt meanly with those who invested 
in Canadian railway enterprises. No coutry in the world has been 
called upon to make such financial and material sacrifices in the 
interests of transportation as Canada. Difficult conditions were 
laid upon her by the inescapable facts of geography, and by 
national aims and inspirations that looked forward to a country 
united by material as well as sentimental ties. Every dollar of her 
obligations in respect to transportation is being met by her 
limited population, who may well be excused if they find them- 
selves unable longer to go outside the bond, so far as railway 
charges are concerned. 


C. N. BANK TRANSACTIONS 


The Traffic World Ottawa Bureau 


There has been some press criticism of the transactions of 
the Canadian National Railways with the Home Bank, at pres- 
ent in serious financial difficulties, of which R. P. Gough, who 
is a director of the Canadian National, is vice-president. An 
article appeared in Canadian and American papers, stating that 
there were alarming rumors that Canadian National Railway 
money was deposited in the Home Bank just previous to the 
monthly statement to the government (the inference being that 
this deposit had helped improve the statistical position of the 
bank, and also helped to deceive the government inspectors 
as to its real position), and had been withdrawn a few days 
after the first of the succeeding month. The articles stated: 


The amount mentioned is $1,000,000, which would be quite 
an assistance to a small bank in producing a passable statement 
for the federal finance department. If this is true, there will 
have to be a definite statement from the Canadian National 
management. E. P. Gough, Toronto, is vice president of the 
Home Bank and also a director of the Canadian National Rail- 
ways. Why a deposit and of such magnitude should have been 
made by the government railway in the Home Bank is a mystery, 
as that institution had no Canadian National account, nor was 
it supposed to be financially associated in any way. Each bank 
makes a statement to the government about the 22nd of each 
month, of its loans, deposits, etc. on the last day of each month. 
It is by this statement that the department judges of its 
prosperity and solvency. If it is found that the government rail- 
ways made the remarkable deposit at the time mentioned, only 
to withdraw it after the statement had gone forth, then there 
is trouble ahead for some people in the bank and in the railway. 


In response to this, the Financial Department of the Rail- 
ways issued the following statement: 


It is the custom of the finance department of the Canadian 
National Railways to distribute its funds by depositing them in 
banks which best suit its purpose. The railway uses fourteen 
banks at the present time. In about the latter part of May, 
the financial department of the system deposited in the Home 
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Bank at Montreal $1,000,000 of surplus funds. Shortly -after 
depositing these funds with the Home Bank, it came to our 
notice that Mr. R. P. Gough, one of the directors of the railway, 
was also vice-president of the Home Bank, and to avoid any 
possibility of criticism, the funds were promptly withdrawn. 
The deposit had no unusual features, and it was effected in 
the ordinary course of the affairs of this department. 


This explanation failed to satisfy the critics, of whom it 
has been said that their attack was largely for political pur- 
poses. They were on apparently sound ground, however, when 
they pointed out that there were some discrepancies in the 
statement from the railway authorities. They said: 


It was stated in the explanation given by the railway officials 
that the deposit was made because the government railways 
were doing business with fourteen banks. It is incorporated in 
the statutes that the banks doing business with the government 
railways must be approved by the Minister of Railways. On 
June 7th, Hon. George P. Graham, Minister of Railways, informed 
Sir. Henry Drayton that the government railway banks were 
the Montreal, Royal, Commerce, Nova Scotia, Toronto, and 
National. Neither when the deposit was made nor when it was 
withdrawn nor at any other time was the Home Bank an approved 
railway bank. The excuse proffered for the withdrawal of the 
deposit was that it was discovered that R. P. Gough, director 
of the Canadian National Railways, was vice-president of the 
Home Bank. At that time and at present, James Stewart, 
Winnipeg, was and is a director of the Canadian National and 
of the Bank of Montreal, but there has been no withdrawal of 
the government railway account from the Bank of Montreal. 
Neither the reason for deposit nor withdrawal explains either 
transaction satisfactorily. 


The general opinion is that some further explanation of the 
actions is necessary, and this feeling is expressed by the fol- 
lowing editorial in a Toronto paper: 


This transaction has the complexion of an unpardonable 
wrong committed in cold blood on thousands of confiding people 
by holders of great public trust. It is impossible to acquit the 
Government of blame for the action of the Canadian ational 
Railway Board in such shifting of public funds at a critical 
moment in the affairs of a bank that a short time afterwards 
had to close its doors. It has the appearance of participation 
in deceptive window-dressing, and public opinion will demand 
searching scrutiny and stern dealing in regard to it. If it should 
turn out that the Canadian National Railway Board allowed it- 
self and certain of the public money to be used for lulling the 
ordinary depositors into a false sense of security, then that 
Board and the Government responsible for it should be required 
to cease functioning for the Canadian people. 


CANADIAN CRAB RATES 


The Trafic World Ottawa Bureau 


In considering the complaint of a Vancouver firm regarding 
express rates on crabs, in ice, from Vancouver to Toronto, 
Hamilton and Fort William, the complainants claiming that 
crabs should take the same rate as fish, the Board of Railway 
Commissioners delivered judgment against the application. The 
tariff operative provides: 


Crabs, will be charged for at the same rates as on fresh fish 
in less than carloads, from shipping points named herein to 
Alberta, British Columbia, Saskatchewan, Manitoba (Winnipeg 
and west only). 


The rate on fresh fish, L. C. L., Vancouver to Winnipeg, 
is $4.30 per hundred lbs.; to Toronto and Montreal, $6.70 per 
100 Ibs. While the crabs to Winnipeg take the fish rate of 
$4.30 to Toronto, the rate applicable on crabs would be the 
first-class rate of $15.95 per hundred Ibs., while to Montreal the 
rate would be $16.20. 


The rate applicable on fish and crabs from Vancouver to 
Winnipeg, which is a commodity rate, amounts to 36.13 per 
cent of the first-class rate. The fish rate to Toronto is 42 per 
cent, and to Montreal 41.36 per cent of the first-class rate. 

The applicant contended that crabs afforded a cheap food 
comparable with fish and should be given similar treatment 
as to rates; and being a product of the sea, should be treated 
similarly to fish. The judgment says: 


The latter contention does not go very far. It has to be 
recognized that there are special fish rates on lobsters and 
oysters, for example, which are products of the sea—The question 
of discrimination is raised. So far as actual detriment from com- 
petitive conditions in eastern Canada is concerned, it was stated 
by the applicants that there is no competition in eastern markets. 
So far as a discrimination in treatment in respect of commodity 
rates as between fish and crabs is concerned, there must be taken 
into consideration the extent of the movement, which amounts 
to about 120 pounds ‘per day. Volume and competitive condi- 
tions are factors to be considered in connection with arriving 
at commodity rates. In both the factors are lacking which would 
justify a commodity rate asked for east of Winnipeg—while there 
18 a difference in rate treatment as between fish and crabs east 
of Winnipeg, there is not, taking into consideration the factors 
which should be given weight, a prima facie showing that the 
difference in treatment amounts to unjust discrimination against 
crabs or undue preference in favor of fish. 

Applicant contends he should be given a rate made up of 
the combination of the commodity rate to Winnipeg plus the first- 
Class rate beyond. This would give a combination rate of 
$13.20 to Toronto and $14.00 to Montreal. The Board has recog- 
nized that where the through rate is in excess of the sum of the 
locals, it is prima facie unreasonable. In the present instance 
the combination is made up of the commodity rate to Winnipeg 
and first-class beyond. In dealing with a situation where a 
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commodity rate is one of the factors to be relied on in the com- 
bination of locals, the Board has said: 

“A commodity rate is established because of special conditions 
of volume of traffic, competition, etc. I, for one, cannot conclude 
in advance of an jnvestigation that such a commodity rate in 
respect of traffic moving between two given points is in any 
sense the measure of the reasonableness of a through rate to a 
point beyond.” Through rates vs. Combination of Locals. 

As pointed out in the decision above referred to, a commod 
ity rate is granted having in mind the conditions of traffic 
existing between the two points covered by the commodity rate. 
If the commodity rate is to be taken as the measure of one fac- 
tor in a through rate to a point beyond, then it necessaritly 
follows that similarity, if not identity, of circumstances and con- 
ditions should apply as between the movement on the commodity 
rate alone and the movement where the commodity rate is used 
as a factor in ong | up a through rate to a point beyond. 

In dealing with discrimination, not all discriminations are 
forbidden by the Railway Act; the discrimination or preference 
forbidden is the discrimination which is unjust or the preference 
which is undue. More comparisons of distance upon different 
portions of railway do not of themselves establish a charge of 
unjust discrimination. British Columbia Coast Cities vs. C. P. R., 
7 Can. Ry. Cas., 125. The same decision is cited in Attorney 
mpage Naga British Columbia vs. C. P. R. & Can. Ry. Cas., 345, 
at p. 5 

The applicant is asking for a reduction in rate which would 
enable him to market on more profitable conditions about 1/5 
of his product east of Winnipeg. This is commendable; but the 
fact that applicant could, in respect of the business which he 
is now doing in eastern Canada, obtain a better margin for 
himself, if he obtained a reduction in the rate does not 
establish that the rate is unreasonable or discriminatory.. 

A railway company is not called upon so to adjust its rates 
that the shipper will always be able to carry on his business 
at a profit. The rate is only one item in the shipper’s costs. The 
obligation of the railway company is to charge a reasonable 
rate. It is not called upon, through the reduction of the rate, 
to guarantee that the business will be carried on at a profit, In 
other words, the needs of the business and the way in which 


it - carried on are not the measure of the reasonahleness of the 
rate. 





CANADIAN EXCHANGE RATES 


The rate of exchange, in connection with shipments of 
freight between points in Canada and the United States, from 
October 1 to 14, inclusive, will be 21.8 per cent, and the sur- 
charges on the traffic will be 1 per cent during the same period. 


The rate on international passenger business will be based on 
2 per cent exchange. 


AUGUST CANADIAN EARNINGS 


In the statement of’operating results on the Canadian Na- 
tional for August, a substantial increase in net earnings is 
shown. Gross earnings increased $1,566,123 or 7.7 per cent. 
Operating expenses amounted to $19,940,909, after deducting 
which a net operating revenue amounting to $2,027,000 results, 
as compared with $1,035,894 for August last year. 

The net earnings of the C. P. R. for August were $3,117,058, 
an increase of $170,621 compared with 1922. Gross earnings of 
the Canadian National, for the week ending September 21, 
were $5,092,806, a decrease of $224,325, compared with the cor- 
responding week last year. .Those of the Canadian Pacific for 
the same period were $4,021,000, a decrease of $269,000. 





CANADIAN LUMBER TRADE CONDITIONS 

Lumbermen on the Pacific coast report conditions as ex- 
tremely good. Overseas export trade, which has kept the mills 
busy all year, and the total of which will far exceed last year’s, 
is the sheet anchor of the mills on the coast, and mill men say 
they have all the business they can handle up to the middle of 
December. Contrary to general impressions, the Japanese trade 
is not a serious factor at the moment, as reconstruction orders 
have not yet begun to come in in great volume. Atlantic sea- 
board shipments are becoming a steady factor in the trade. 
Rail shipments to the prairies will be favorably affected by the 
large growth in shipments of western wheat via the Pacific 
route, as thousands of cars loaded west-bound with wheat for 
water export will be released to load eastbound with lumber. 
Car shortage has often been a handicap to rail trade in the past 
and lumbermen are following with keen interest the rapidly 
developing movement of wheat to the Pacific coast. 


NEW WINDMILL POINT ELEVATOR 

The big new addition to the Grand Trunk elevators at 
Windmill Point, Montreal harbor, now operated by the Mont- 
real Harbor Commission, will be in operation in less than a 
week. Six Atlantic grain carriers can be served at once by 
the new conveyer system. The new elevator unit will hold 
in transit 1,300,000 bushels, bringing the total grain elevator 
capacity of the port up to ten million bushels. Good progress 
is being made on the other new elevator which will be ready 
for next Spring and will have an initial capacity of 2,000,000 
bushels, with foundations laid for many more similar units. 
There are already 25 ocean charters for Montreal announced, 
all tramp steamers to take grain for Europe. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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AUGUST RAIL EARNINGS 


Class I railroads of the United States, according to reports 
filed by 193 roads representing a total mileage of 232,964 miles, 
earned in August an annual rate of return of 4.94 per cent on 
their tentative valuation as fixed by the Commission for rate 
making purposes, including additions and betterments up to 
January 1, 1923, according to the Bureau of Railway Economics 
which said: 


This rate represented a net operating income for the month 
of $98,381,200. In the Eastern district, the rate earned was 5.16 
per cent; the Southern district, 5.38 per cent, and the. Western 
district 4.60 per cent. : 

These tabulations are based on reports filed by the carriers 
with the Interstate Commerce Commission and tabulated by the 
Bureau of Railway Economics. 

In August last year the same carriers earned a net operating 
income of $51,475,400, which was at the annual rate of return of 
2.64 per cent. In July, this year, their net operating income was 
$84,591,400 or 4.93 per cent. : 

In considering the earnings of the Class I carriers in August, 
account must be taken of the strike of railway shopmen which 
began on July 1, last year, at which time the coal miners’ strike 
was also in progress. 

Reports filed with the Interstate Commerce Commission show 
that 16 Class I railroads operated at a loss in August, of which 
six were in the Eastern district, two in the Southern and eight in 
the Western district. 

Class I carriers in August had operating revenues totaling 
$561,456,700, an increase of $90,502,960 or about 19 per cent over 
the same month last year, while their operating expenses amounted 
to $424,751,400, an increase of $39,650,900, or 10 per cent over 
August last year. 

The net operating income of the Class I railroads for the first 
eight months this year represented an annual rate of return of 
5.40 per cent on their tentative valuation, amounting in dollars to 
$625,634,900, compared with $466,447,100, or 4.11 per cent for the 
same period in 1922. This was an increase of $159,187,800 over the 
first eight months last year. In the Eastern district for the first 
eight months the rate of return was 6.18 per cen’, or $339,944,600; 
the Southern district, 6.34 per cent or $86,577,800, and the Western 
district 4.23 per cent or $199,112,400. ¢ 

The Interstate Commerce Commission has not made tabulations 
as to the tentative valuation of the carriers. according to the va- 
rious sub-districts but compilations show the annual rate of return 
for the carriers for the first eight months this year, based on their 
property investment, to have been 4.73 per cent. 

Earnings by districts for the first eight months of this year 
with the percentage of return based on the property investment 
account in each district, follows: . 

er cent 


$ 10,737,168 1.82: 
138,186,494 6.18 
137,759,118 5.70 

33,261,874 6.09 © 
86,577,819 5.37 
52,665,096 2.79 
103,690,086 4.34 
42,757,257 3.60 


Class I carriers in the Eastern district, according to complete 
reports, had a net operating income in August of $51,340,700, which 
was at the annual rate of return of 5.16 per cent on their tenta- 
tive valuation as fixed by the Interstate Commerce Commission 
for rate making purposes. Freight traffic in the Eastern:district, 
according to incomplete reports, was nearly 49 per cent greater 
than during the same month last year due principally to the 
miners’ strike which affected coal shipments one.year ago. In 
August last year, their net operating income was $14,625,600, or 
1.50 per cent. operating revenues of the Eastern carriers. totaled 
$289,629,400 in August this year, an increase of 27% per cent over 
the same month one year ago, while operating expenses amounted 
to $219,546,400, or an increase’ of-l1%4 per cent over August last 
year. . 

Complete reports showed that the carriers in the Southern 
district had a net operating income of $8,953,000 which was at the 
annual rate or return -of' 5.38 per cent. Freight traffic on the 
Southern roads showed an increase of nearly 26 per cent over 
the same month last year. The net operating income of the South- 
ern carriers in August last year was $4,618,800, or 2.83 per cent. 
Operating revenues of the Southern carriers in August this year 
totaled $65,351,000,:an increase of 20 per cent over those for the 
same month last year, while operating expenses totaled $52,811,900, 
an increase of 14.7 per cent over August last year. 

Complete reports for the carriers in the Western district ex- 
cept for the Denver and Rio Grande Western showed that they 
had in August a net operating income of $38,087,500, which was at 
the annual rate of return of 4.60 per cent compared with $32,230,- 
900, or 3.97 per cent in August last year. Freight traffic in the 
Western district in August showed an increase of approximately 
15 per cent over the same month one year ago. Operating revenues 
in the Western district amounted to. $206,476,000, an increase of 
nine per cent over August one year ago, while their operating ex- 
penses totaled $152,392,900, an increase of 7.2. per cent over August 


New England district 
Great Lakes district 
Ohio-Ind.-Alleg. district 
Pocahontas district 
Southern district 
Northwestern district 
Central Western district 
Southwestern district 


last year. 


RAILROAD PURCHASES 


Class I roads in 1922 used materials and supplies costing 
$1,668,000,000, according to a report prepared by the Bureau 
of Railway Economics, showing the extent to which the railroads 
are among the largest purchasers of raw materials in the 
country’s basic industries. The report was summarized by the 
bureau as follows: 


They buy annually 27.8 per cent of the bituminous coal output 
and about 6 per cent of the anthracite production. Directly they 
consume between 12 and 15 per cent of the annual iron and steel 
output and indirectly about 30 per cent through: their orders for all 
kinds of equipment to equipment manufacturing concerns. In the 
lumber industry they purchase directly ’:17.5 per cent of -the total 
cut, and indirectly through equipment orders about 25 per cent of 
the total output. ’ 

In the copper industry the railroads consume annually about 
10 per cent of the copper and brass produced. In addition they also 
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buy large amounts of tin, lead and zinc, considerable cotton in the 
form of cotton waste. Figures indicating their use of cement are 
not complete, but a few years ago they were using more than 5 
fae = of the output and at the present time are using a larger 
roportion. 


The report of the bureau shows that in 1922 the Class I railroads 
used materials and supplies costing $1,668,000,000. This amount and 
the percentages enumerated above do not include the capital ex- 
penditures of the railroads, with the exception of equipment, such 
as in new construction, the improvement of lines and tracks, new 
buildings, new shops and other structures. They include only the 
amounts expended in process of current operations. The purehases 
of the railroads for capital account, however, sometimes amount..to 
a sum probably almost as great as that from current operations. 
In 1922, for example, the railroads spent more than $400,000,000 for 
capital purchases and this year the amount authorized is in excess 
of $1,200,000,000. The amounts purchased for capital account are 
largely determined by the condition of railroad finances generally. 


OPERATING STATISTICS 


Net ton-miles aggregated 38,513,000,000 in July as com- 
pared with 27,115,000,000 in July, 1922, and 263,996,000,000 in 
the seven months ended with July as compared with 197,446,- 
000,000 in the same period of 1922, according to operating sta- 
tistics compiled by the Bureau of Statistics of the Commis- 
sion from reports representing 176 Class 1 roads, exclusive of 
switching and terminal companies. 

Loaded car-miles in July totaled 1,353,695,000 as against 
1,082,101,000 in July, 1922, and 9,366,079,000 for the seven 
months ended with July as against 7,535,242,000 in the same 
period of 1922. 

Empty car-miles in July totaled 762,782,000 as agairist 477,- 
987,000 in July, 1922, and 4,800,064,000 for the seven months 
as against 3,934,087,000 in the same period of 1922. 

- Car-miles per car-day averaged 27.8 in July as against 20.9 
in July, 1922, and 27.2 for the seven months as. against. 22.4 for 
the same period of 1922. 

Net tons per loaded car averaged 28.5 in July as against 
25.1 in July, 1922, and 28.2 for the seven months as against 
26.2 in the same period of 1922. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 15-22 -was 59,008 as compared with 69,080 cars in the 
preceding period, and the average daily shortage of cars was 
13,515 as compared with 12,245 cars in the preceding period, 
according to compilations completed October 2 by the car service 
division of the American Railway Association. 

The surplus was made up as follows: Box, 33,394; ventilated 
box, 101; auto and furniture, 1,276; total box, 34,771; flat, 216; 
gondola, 2,654; hopper, 14,186; total all coal, 16,840; coke, 204; 
S. D. stock, 1,188; D. D. stock, 95; refrigerator, 5,379; miscel- 
laneous, 365; total, 59,008. 

The shortage was made up as follows: Box, 5,591; ventilated 
box, 57; auto and furniture, 155; total box, 5,803; flat, 1,255; 
gondola, 3,277; hopper, 2,205; total all coal, 5,482; coke, 8; S. D. 
stock, 521; D. D. stock, 153; refrigerator, 154; tank, 102; mis- 
cellaneous, 37; total, 13,515. 

Canadian roads reported a surplus of 100 miscellaneous 
cars and a shortage of 400 box, 250 flat and 100 refrigerator cars. 


BAD ORDER CARS 
As of September 15 Class I roads had 165,284 freight.cars in 
need of repair, or 7.3 per cent of the total number on line, ac- 
cording to the car service division of the American Railway 
Association. This was a decrease of 10,043 cars, as compared 
with September 1. Of the total number, 130,112 cars were in 
need of heavy repair and 35,172 cars in need of light repair. 


CONDITION OF LOCOMOTIVES 


The railroads on September 15 had 10,792 locomotives in 
need of repair, or 16.8 per cent of the total number on line, 
according to the car service division of the American Railway 
Association. . 

This was an increase of 275 over the number of such 1oco- 
motives on September 1, at which time there were 10,517, of 
16.3 per cent. 

Of the total number, 1,054, or 1.6 per cent, were in need 
of light repair, a decrease of 71, compared with the number in 
need of such repair on September 1. 

Reports also showed 9,738, or 15.2 per cent, in need of heavy 
repair, an increase of 346 over the number in need of heavy 
repair at the beginning of the month, at which time there were 
9,392, or 14.7 per cent. 

The railroads on September 15 had 2,914 serviceable loco- 
motives in storage. 


THE TAP LINE CASE 


In connection with the hearing in the tap line cases, set for 
October 17, at Washington; D. C., the Commission has notified 
that a conference between the parties interested has been al- 
ranged to be held immediately preceding the time fixed for the 
hearing for the purpose of determining whether the facts sought 
to be produced at the hearing may be made part of the record 
by stipulation and thus obviate the necessity of a hearing. 
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FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading fruits and vegetables the week ended 
September 29 totaled 27,003 cars as compared with approx- 
imately 25,000 cars for the preceding week, according to the 
weekly report of the Bureau of Agricultural Economics of the 
Department of Agriculture. The totals from the summary of 
carlot shipments follows: . 

a ¢ week and season regularly subject to revision be- 
ou a ay receipts of late and corrected reports from the 
railroads. Asterisks (*) placed at commodity totals indicate that 
such changes have been made for one or more of the states in 
ee Tuesday, October 2, 1923 

Ttl. this Ttl. last 


Sept. Sept. Sept. season season Total 
23-29 16-22 24-3 to to last 
1923 1923 1922 Sept. 29 Sept.30 season 


nae ee ee 2,062 1,270* 1,888 7,472* 4,839 46,251 


ES, canta 3.929 2,681* 4,016 13,690* 18,427 65,931 
a. eee 1,039 759* 1,274 17,702* 22,298 40,950 
“a 493 647* 446 «©—-23,949* 29,311 29,917 
vg 213 124* 217 :~=S—«7,492* «6,211 14,782 
a. ee 5,629 6,393" 7,348 26,984" 27,469 59,863 
GRAPEFRUIT—""” 

a... a 79 ** 307 ** 16,604 
mao Ca 400 306* 285  24,978* 20,338* 22,281* 
ma oom 485 478 18,298 15,217 19,676 
ng 1,073  1,008* 1,408 11,344* 15,168 29,783 
ay oe 1,275  1,695* 1,105 31,624* 37,076 38,291 
“<r 1,005 1,229* 1,536 13,170* 14,473 20,355 
a. i 996* ** — 6,197* ** 5,021 
_ * poe 842* 1,064 4,775* 5,944 21,574 
i? re 970 1,088" 698 20,719* 24,855 26,624 
ae ....., we 178* 113 31,383" 46,986 47,066 


Summary Potatoes— 
Leading sections, 


late Crem .....- 6,752 5,986 7,295 30,157 28,514 185,151 
Other sections, ; 
late Crop «.s%.. 265 435 1,038 11,884 21,025 (27,165 
Barly €fGe .....%. 1 5 23 33,143 40,822 40,923 
ee 7,018 6,426* 8,356 75,184* 90,361*253,239* 
**Unavailable. 


According to reports from 380 of the larger commercial mills 
of the country, says the National Lumber Manufacturers’ Asso- 
ciation, new business received the week of September 29 was 
exceeded by that of only a few exceptional weeks so far this 
year. The new order file gained about 10 per cent over the pre- 
ceding year and about 20 per cent over the corresponding week 
of last year. Production fell off somewhat and shipments gained 
slightly. ‘. 

The unfilled order file of 133 Southern Pine Association mills 
increased from 263,568,708 to 272,915,565 feet, and for the same 
number of West Coast mills from 375,569,551 to 387,436,744 feet. 

For all of the 380 mills shipments were 99 per cent and 
orders 108 per cent of production; for the southern pine mills 
the corresponding percentages were 97 and 108 and for the 
West Coast mills 104 and 112. The 358 mills with an established 
normal production for the week report actual production 106 
per cent, shipments 106 per cent and orders 115 per cent of nor- 
mal production. 

The following table presents the statistics of production, 
shipments and orders for the three weeks indicated: 


Corresponding Preceding Week 


7 Past Week Week 1922 1923(Revised) 
MN «:ssasiccunaisiaeree 380 346 397 
EPOOUCHION, .:0s.c:0-si00 249,495,366 218,306,138 263,905,448 
Shipments .......... 247,983,686 183,188,831 242,299,636 
WD a sesce can tuel 268,702,750 183,181,146 245,616,632 


Owing to incomparability of its current order reports with 
respect to those of other regional associations, the California 
White and Sugar Pine Association mills are not included in the 
above figures. Reports were received from 23 of them this 
week, giving their production as 24,963,000; shipments as 16,- 
263,000 and new business (orders) as 16,326,000 feet. The pro- 
duction represents 62 per cent of the California pine cut. 


The lumber movement for the first 39 weeks of 1923 and 
1922 was as follows: 


Production Shipments Orders 
.. eee 9,220,503,487 9,249,593,825 8,783,128,611 
MORES ics,0 coon 7,959,400,388 7,844,650,316 7,864,847,430 
1923 Increase .......1,261,103,099 1,404,943,509 918,281,181 


The foregoing figures are for 380 mills belonging to seven 
regional associations. Including the reporting mills of the Cali- 
fornia White and Sugar Pine Association and the Michigan Hard- 


. 


THE TRAFFIC WORLD 813 


wood Association the lumber production for the first 39 weeks 
of the year was 10,067,435,487 and shipments 9,785,164,825. 

The Southern Pine Association reported from New Orleans 
that of 75 mills giving their running time, 62 were on full time 
including two on double shift. 

The West Coast Lumbermen’s Association reported from 
Seattle that the production of its reporting mills was 24 per 
cent above normal, new business 12 per cent above production 


_and shipments 7 per cent below new business. Of all new busi- 


ness taken during the week 43 per cent was for future water 
delivery, amounting to 54,625,117, of which 36,381,520 was for 
domestic cargo delivery and 18,268,965 feet export. The new 
rail business amounted to 2,179 cars. Forty-three per cent of 
the week’s lumber shipments moved by water; this amounted to 
49,884,662 feet, of which 35,324,538 feet moved coastwise and 
intercoastal and the balance overseas. Rail shipments were 
2,026 cars and local deliveries totaled 5,730,729 feet. Unfilled 
domestic cargo orders totaled 154,762,528 and unfilled export 


orders 102,574,216 feet. Unfilled rail trade orders aggregated 
6,505 cars. 


The Western Pine Association wired from Portland, Oregon, 
that identical mills showed a 30 per cent increase in orders last 
week as compared with the previous week. Four small mills 
were not cutting and a few others showed decreased production. 


COAL PRODUCTION REPORT 


“The total soft coal raised in the week ended Sept. 22, is esti- 
mated at 11,431,000 net tons, an increase of 53,000 tons over the 
revised figure for the preceding week,” the Geological Survey 
said in its current weekly coal report which in part follows: 


Preliminary returns on car loadings during early days of 
the present week (September 24-29) show no change in the rate 
of production and indicate that the total output will probably 
be about 11,400,000 tons. 

Anthracite resumption of mining began on Wednesday, Sep- 
tember 19. The miners returned to work gradually and had not 
returned in full force by Saturday. Shipments on Wednesday 
were between 1,600 and 1,700 cars, a little more than a fourth 
of a normal day’s shipments, and increased during the following 
days to be about 5,500 cars. On the basis of car loadings 
reported by the nine principal anthracite carriers the total 
anthracite output for the week, including. eolliery fuel, local 
sales, and the product of dredges and washeries, is estimated 
at 877,000 net tons. 

Early returns on car loadings during the present week 
(September 22-29) show a further gain in the rate of production 
which, if maintained through the week, will bring the total to 
between 1,800,000 and 1,900,000 net tons. ; 

Present indications are that mining had been restored to 
normal at the close of the present week. The suspension has 
thus affected production during four weeks and occasioned 
a loss of about 5,400,000 net tons in output, if it may be assumed 
that except for the suspension production would have been 
maintained at the average rate for July and August. This is 
more than double the tonnage loss, estimated in the same way, 
caused by the “vacation strike” of September, 1920. 

The last three weeks have been marked by a decline in the 
all-rail movement of coal to New England. Although this was 
due primarily to the suspension of anthracite mining, bituminous 
shipments also fell off during the last two weeks. As reported 
and 215 cars of hard coal were forwarded through the six prin- 
by the American Railway Association, 3,940 cars of soft coal, 
cipal gateways over Hudson River and through Rouse’s Point. 
against 4,036 cars and 388 cars in the preceding week. 

The total quantity of soft coal handled over the piers at 
Hampton Roads dropped 378,132 net tons in the week ended 
September 15, to 278,692 tons in the week ended September 22. 
There were decreased in all classes of shipmnts, the decline 
in cargo coal for New England and other coastwise shipments 
yeaa, Soy marked. . 2 

e movement of soft coal from Lake Erie ports improved 
somewhat in the week ended September 23. Aaontthnan to ~ soho 
submitted by the Ore & Coal Exchange 87 


8,058 net tons, were 
dumped, of which 822,981 tons were cargo coal and 55,077 tons 


were vessel fuel. This was an increase of 34,688 tons over the 
dumpings during the week preceding. At this time last year 
shipments via the Lakes had just gained full momentum after 
extremely light movement during the entire period of the miners’ 
toy Oy ee during the corresponding week of 1922 totaled 
453, ons, 


Cumulative shipments of cargo coal during the present season 
to September 23 stood at 21,274,219 tons. This is os maximum 
figure for such period, even exceeding by about 4 per cent the 
previous high record established in 1918. 

No anthracite was shipped by the Lakes during the week 
ended September 23. The total shipments from the begin- 
ning of the preseht season of navigation to September 23 were 


2,375,212 net tons, which was approximately 1,000,000 tons less 
than in the corresponding period in 1921. 





FREIGHT RATES ON COAL 


The National Coal Association has issued a statement de- 
claring that the freight rate, not the cost of coal at the mine, 
determined where the fuel to be used in New York’s prisons 
will be bought this fall and winter. The statement follows: 


More than forty coal companies bid on soft coal to supply 
Auburn, Sing Sing, Clinton, and Great Meadows penal institutions. 
Only three of the bids for Auburn quoted coal at more than it 
would cost to move it to the prison. Without exception, the 
freight rate per ton was considerably higher than the bids on 
coal for the other three penal institutions. 

The Clinton contract went to a firm offering run-of-mine 
soft coal for $2.05 at the mines, the freight rate to Clinton being 
$4.48. The coal for the other three prisons was bought at $1.99 


a ton, the freight rate being $2.96 to Auburn, $3.22 to Sing Sing, 
and $3.85 to Great Meadows. E — 
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LABOR ATTACKS ACT 


The executive council of the American Federation of Labor 
in its annual report at the forty-third annual convention at 
Portland, Ore., this week, characterized the transportation act 
as an “ignorant encroachment,” and “a blundering gesture of 
government acting under the spur of organized propaganda.” 


On the subject of railroad legislation, the executive com- 
mittee said: 


The transportation act—otherwise known as the Esch-Cum- 
mins act—has proved, as was prophesied by representatives of 
labor, to be a great benefit to the railroad exploiters and a great 
detriment to railroad employes. The valuation and guaranteed 
income provisions provide a basis for supporting the most extrav- 
agant claims of the banker managements of the railroads for high 
freight rates and parsimonious demands for reduced wages. Mean- 
while the act purports to give to the employes remedies in wage 
disputes which are more likely to work their injury than to their 
benefit. If the employes obtain favorable decisions from the Labor 
Board after long and extensive hearings, the employers are free 
to reject the findings as did the railroads in over a hundred 
instances prior to the shop trade strike. If, on the other hand, 
the decisions are favorable to the railroads and the men reject 
the decision, then the drums will be beaten, the trumpets blown 
and public opinion stirred against the workers who are accused 
of defying the government, 

Despite all claims tu the contrary, the Esch-Cummins law has 
proven an utter failure and has been the cause of unrest, dis- 
turbance and dissatisfaction, manifested by wage earners, farmers 
and the people in general. It has never served a single useful 
purpose and its immediate repeal will be but a belated act of 
justice. The dominant fact is, that it has well served the Wall 
Street interests but it is time that consideration be given to the 
people’s common interests, 

The executive Council, during the past year, as in former 
years, has continued to support the railroad workers in the de- 
fense of all their rights as wage earners and as citizens and is 
prepared to aid them in whatever legislative program may be 
deemed to best safeguard the rights and interests of the railroad 
workers—the wage earners—farmers, and the public in general. 

A year ago the Executive Council proposed an arrangement 
to create a railroad Labor Policy Committee constituted of three 
representatives of the A. F. of L. selected from the members of 
the Executive Council and three representatives of railroad em- 
ployes, selected by the organizations representing the railroad 
workers, this Labor Policy Committee to consider all railroad 
legislative proposals that may be submitted for consideration 
to congress and to prepare or approve and further such railroad 
legislation as would serve best the interests of the wage earners, 
farmers and the public generally and meet the requirements of 
the railroad workers in particular. This proposed arrangement 
has received the approval of the Railway Employes Department 
and of its constituent organizations. We are thus confident that 
whaetver final legislative program is to be furthered and to re- 
ceive organized labor’s support will be one that will protect all 
railroad -wage earners in their economic and industrial rights in 
particular and will enhance the economic and social interest of 
all wage earners, farmers, and the people in general. 


The committee condemned the Railroad Labor Board, de- 
claring the futility of the board had become apparent to ob- 
serving Americans as a result of its performance. Continuing, 
the committee said: 


The viewpoint expressed by labor at the time of the creation 
of the Railroad Labor Board has been so fully borne out by events, 
that we point to the record not so much in satisfaction as in the 
earnestness of our desire to bring about the cessation of political 
tinkering with the machinery of industry in the vain effort to 
provide instantaneous remedies for problems that cannot be thus 
successfully dealt with. The natural and rational processes of 
industrial evolution must and will develop remedies for every 
situation arising in relations between wage earners and employers 
whatever the industry may be. 


It is high time that industrial difficulties ceased to offer 
campaign material tg those whose prime interests are all too 
frequently the harvesting of votes for reelection. At the risk 
of uttering what may sound like a platitude we reaffirm that 
industry is and must remain industrial, and that it is not and 
should never be political. The Railroad Labor Board is but one 
evidence of the mania for political intrusion into the industrial 
field. Its failure has been complete. The law under which it was 
created should be removed from the statute books by the forth- 
coming Congress. 

The removal of this provision of the law from the statute 
books should mark the end of legislative efforts toward political 
invasion of the fleld of wage fixing and employment relations. 


The committee devoted a great deal of space to the rail- 
way shopmen’s strike and condemned the Daugherty injunction. 
It said that, as of August 6, 1923, settlements had been affected 
with 135 roads under the “Baltimore plan,” and that the strike 


was still in progress on 44 roads. Continuing, the committee 
said: 


After thirteen months of strike, during which time many of 
the members and their families endured all manner of hardship 
and suffering, there is a most remarkable spirit of determination 
to continue the fight until the railroads are forced to capitulate 
to reasonable terms of settlement. When considering the fact 
that the strike has been conducted throughout without strike 
benefits, because of the inability of any of the organizations to 
meet such expenses involving such a large number of men, we 
feel safe in saying that such a demonstration of united spirit 
is unsurpassed in the history of the labor movement. 

The continued arbitrary attitude of the “Die Hard” railroad 
managements can well be traced to the lack of public interest 
permitting the railroads to lull them to sleep with false prop- 
aganda and the amazing and inexcusable laxity of the admin- 
istration in permitting the railroads to openly violate the safety 
appliance and other laws. 

Just how long these conditions will be tolerated is a matter 
of conjecture. These railroads on which the strike continues, 


Vol. XXXII, No. '14 


while employing many hundreds of additional men above their 
normal force, are still unable to secure one-half of the former 
output of work and in addition are in most cases having the 
bulk of repairs done at contract shops under heavy expense. 

The workers are keenly alert to the situation and realize 
that no good business institution can continue long under such 
conditions. Fortunately, owing to the increased business in 
other industries practically all of the strikers have secured 
employment either at their trade or other work, and many 
thousands have also entered the service of the railroads where 
settlements have been reached and are assured of reasonably 
steady employment for some time. 


TO OPPOSE WAGE DEMANDS 


The Trafic World New York Bureau 

The Executive Committee of the Bureau of Information of 

the Eastern Railroads was called in a special meeting late last 
week to consider the situation arising from the demands of cer- 
tain railroad workers for restoration of the peak level of wages 
in 1921. The immediate cause for the meeting was the demand 
of the Brotherhood of Locomotive Engineers on the Rutland 


line, and the Brotherhood of Railroad Firemen on the Michigan 
Central. 


These demands, which came as a surprise to the railroad 
officials, mark the first re-opening of the wage situation between 
the “Big Four” brotherhoods and the carriers since the present 
agreements were signed a year ago. The railroads expected that 
the first move would be made by the conductors and trainmen, 
whose contracts expire before those of the engineers and fire- 
men. The results of the referendum taken by the trainmen and 
conductors, which were made public last week in Cleveland, con- 
veyed the information that they would ask for increases aver- 
aging 12 per cent, or enough to offset the decreases ordered by 
the Labor Board in July, 1921. 

The demands made on the Rutland system, it is understood, 
call for a minimum of $8 a day for engineers, which would place 
their compensation above the top wages of the past. 


The restoration of peak wages on all lines, railroad officials 
estimate, would cost the roads about $100,000,000. The executives 
will oppose such an advance on the grounds that the men are 
now receiving 22 per cent more pay, in purchas’ng power of 
the dollar, than they were getting before the war. 

Railroad men in New York expressed surprise at the an- 
nouncement from Cleveland that the demands of the conductors 
and trainmen was only for 12 per cent increase. Those who 
have seen the ballots say that the vote of the majority was for 
advances running from 16 to 29 per cent. 


The railroads have developed three counter demands which 
they will make at a conference to be held with representatives 
of the railroad brotherhoods next month. These are the elim- 
ination of the provision in the working agreement calling for the 
payment of time and a half for overtime work, abolition of the 
prohibition of the use of train crews for switching, and abolition 
of the practice of considering a train run through a terminal as 
beginning a new day. Other demands will be made by a number 
of individual roads. 

L. F. Loree, president of the Delaware & Hudson, in an in- 
terview in New York, said that the roads are now saddled with 
unreasonable conditions. As one instance he cited the fact that 
engines running through a terminal are considered as starting 
upon a new day’s work, regardless of the run they make. He 
explained that a train after a run of 50 miles can be run an- 
other 50 without extra compensation for the engineer, but that 
if it goes through a terminal and makes only five miles beyond, 
the engineer must be paid for two days’ work. Mr. Loree char- 
acterized this and other similar provisions, differing on various 
roads, as “mere foolishness.” They add materially to the cost 
of operation, he added, and in the negotiations with the brother- 
hoods the railroads will probably seek a compromise on the 
basis of reforming such conditions. 


Mr. Loree stated that while the brotherhoods apparently ask 
only an increase of 12% per cent, restoring the 1921 peak of 
wages, actually their demands are much greater. The brake- 
men and conductors are seeking 15 to 40 per cent advances, he 
continued, as shown in their letters to the carriers, and the 
engineers want equally as much. He expressed the opinion that 
the demands are so excessive that obviously they are meant only 
for bargaining purposes, as they would establish wages on 4a 
level far in excess of any known previously in railroad history. 

It is expected that the negotiations between the carriers and 
the unions will be extended over a long period. The roads wh‘ch 
are now receiving the demands have 30 days to fix a date for a 
conference. Negotiations probably will not begin before No- 
vember 1. The simultaneous ending of the agreements is the 
result of the period of federal control. 


Following individual conferences it is expected that a gen- 
eral meeting w'll be called in each of the railroad districts, 
Eastern, Western and Southern, or that the matter will be 
taken to the Labor Board. It is the expectation among some of 
the railroad officials that the labor market is due for a decline 
and that this may affect the progress of the negotiations. 
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PORT OF HOUSTON 


The Distributing and Export Center of the Southwest 
Where Seventeen Railroads Meet the Sea 


Houston’s Wharves’ were 
busy during the first eight 
months of 1923. 


Eight hundred and eighteen 
arrivals and departures. 


These vessels handled 1,793,- 
311 tons of freight. 










The first eight months of 
1923 show an increase in 
tonnage of 184 per cent over 
the same period of 1921 and 
64 per cent increase over 
the same period of 1922. 






Houston is preparing to take 
care of the enormous in- 
crease in tonnage. 


During the same period of 
1921—410 arrivals and de- 
partures, handling 630,514 
tons of freight, and in 1922 
652 arrivals and departures, 
handling 1,095,134 tons of 
freight. 


Plans for 1,000,000 bushel 
grain elevator completed. 










Contracts have been let for 
three new wharves. which 
will accommodate four ves- 
sels. 


Railroad classification yard 
to accommodate 1,000 cars, 
composing the first unit of 
wharf development. 


Three more wharves to be 
started at an early date. 










FOR FURTHER INFORMATION, Address 
DIRECTOR OF THE PORT, Fifth Floor, Court House, Houston, Texas 


INTERIOR VIEW SHOWING A PART OF COFFEE CARGO 
120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars. private tracks. 
Quick out bound rail and water services verv low insurance rate. 
MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. . 
WE CALL SPECIAL ATTENTION to our facilities for h:indling, storing and distributing full 7nd part cargoes of 


coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 

automobiles and stee! products. 

Lage shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 
eo 


ffer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE C0., INC., HOUSTON, TEXAS 
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HOOPER SEES COOLIDGE 
The Trafic World Washington Bureau 


Chairman Hooper, of the Railroad Labor Board, called on 
President Coolidge October 1. Before the conference with the 
President the chairman said he had been working on amend- 
ments to the transportation act designed to give the Labor Board 
power to enforce its decisions. After the conference he said he 
had explained the workings of the Labor Board to the President 
and had discussed the railroad situation. Mr. Hooper also sub 
mitted data to the Director of the Budget in connection with the 
board’s estimate of the appropriation required for next year. 
He said the board desired a sufficient appropriation to put field 
men out in order to do the work specified by the transportation 
act. 


Chicago.—A proposal to increase the budget of the Rail- 
road Labor Board was placed before General Lord of the Bureau 
of Budget by Ben W. Hooper, chairman of the board, on October 
2, at which time Chairman Hooper also called on President 
Coolidge in order to place before the president the workings 
of the board. 

The increase in the budget is desired, according to Chair- 
man Hooper, in order to permit the board to perform its duties 
under section 308, paragraph (b), of the transportation act, which 
orders that board to investigate and study the relations be- 
tween the carriers and their employes, particularly with re- 
lation to rates, hours of labor and other conditions of employ- 
ment and to digest and publish from time to time such informa- 
tion. The board has never been able to undertake the collec- 
tion of these statistics, due to lack of appropriation, according 
to Chairman Hooper. 


LEHIGH VALLEY SETTLES WITH SHOPMEN 

Secretary Davis, of the Department of Labor, reported to 
the President and the cabinet October 2 that the Lehigh Valley 
Railroad had effected a settlement with its shopmen who went 
on strike July 1, 1922, a high spokesman for the President said 
after the cabinet meeting. The settlement was said to involve 
5,300 men. The spokesman for the President said it: was gratify- 
ing to learn that such matters were being closed up. 


DISPATCHERS ASK INCREASES 


The American Train Dispatchers’ Association has asked the 
Labor Board for increased pay rates on the following lines: 
Chicago, Indianapolis & Louisville, assistant chief dispatcher, 
$325 a month, trick dispatchers $300 a month; Wabash Rail- 
way, the same rates; Minnesota & International and Big Fork 
& International Falls, trick dispatchers $275 a month. 


NO JURISDICTION OVER TERMINALS 


The Labor Board, in its Decision No. 1976, has ruled that 
the Board has no authority to decide the dispute between the 
Transportation Brotherhoods and the Missouri-Kansas-Texas 
Lines over the right of the carrier to remove a passenger and 
freight terminal from Sedalia, Missouri to New Franklin, Mis- 
souri. 


RAILROAD WAGES 


Shop craft employes on the Michigan Central have received 
an increase of three cents an hour, effective as of July 1, 1923. 

Car cleaners employed at Detroit get an increase of two 
cents an hour effective as of April 1, 1923. The increases will 
total approximately $359,000 a year and involve 4,500 employes. 

Employes in the maintenance of way department of. the 
Lackawanna have asked the Labor Board for an increase in 
wages, ranging from 11 to 15 cents an hour. 

Maintenance of way employes and shop laborers on the 
Green Bay & Western have asked for increases ranging from 
8% to 15 cents an hour. 


RAIL UNION UPHELD IN CANADA 


The Manitoba Court of Appeals has reversed the decision, . 


given last March, wherein the Brotherhood of Locomotive En- 
gineers was declared “an illegal organization, operating in 
restraint of trade,” and as such, barred from going to the 
courts for redress. The judgment then was based on the fact 
that the brotherhood was not registered in Canada under the 
Trades Union Act. The present decision decides that, in the 
present condition of the law, the court will lend its aid to 
assist in the recovery of trust money of the union, unjustifiably 
withheld. 


MAGNUS JOHNSON’S VIEWS 


Reduced freight rates do not offer a panacea for the ills 
of the farmer, and banker control is one thing that has brought 
the railroads to their present state, according to the ideas of 
Senator Magnus Johnson, as set forth in an address delivered 
at Chicago before the Executives’ Club, October 5. “It is well 
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and good to get lower freight rates and things like that,” he 
said, “but that will not help the farmer in the Northwest, where 
the grain producers are losing their farms by the thousands 
daily. Farmers do not need more credit legislation. They’ve 
got too much credit now. What they need is only cost of pro- 
duction plus a little profit, so that they can continue in busi- 
ness.” 

“Years ago the bankers tried to get control of the raij- 
roads,” he said, “and look at them now!” Banking control by 
the “banking trust” that is trying to grab everything, will ruin 
the farmer, too, he said he believed. 

He declared that he and the farmer were not antagonistic 
to the business man, but that they needed to co-operate in order 
to bring equal justice to all. “The cities cannot prosper long 
unless there are prosperous farms behind them” he said. “The 
prosperity of the cities depends on prosperous, contented, happy 
farms within a 2,000-mile radius of the city. I grew to man- 
hood in Europe,” he said, “and I predicted the mess that they 
are in today. It is the greed for power and wealth that has 
brought that mess across the sea.” 

The farmer and the small business man and the small 
banker are nothing but laboring men, he said, after which he 
declared that there was a small percentage of people in the 
country that controlled too much, and that Lincoln had said 
that the products of labor should belong to the producer. 

Senator Johnson’s only other reference to transportation 
problems was when he urged co-operation to construct the St. 
Lawrence waterway. 

“When I get to Washington,” he said in conclusion, “I am 
not going to turn things topsy turvy. But I am going to use 
all my strength and ability to move the farmer and labor up 
to a place at the table where they can get a square deal.” 


GOLD CARRIER COMPENSATION 


The Trafic World Washington Bureau 


In a report to the President, Daniel W. Knowlton, George 
M. Curtis and John B. Keeler, employees of the Commission, 
acting as referees to report what would be fair compensation 
for the Nevada County Narrow Gauge Railroad, for the first 
half of 1918, during which period the government had the rail- 
road in its control, have said that at the commencement of 
federal control, that railroad property might have been expected 
to earn an annual average net railway operating income of 
$10,000 for such period of federal control as might then have 
been reasonably anticipated. 

Inasmuch as the short line, which the Director-General 
contended had never been taken over, although it was served 
with the order of relinquishment dated June 29, 1918, was 
under control only six months, the Board recommended that 
$5,000 would have been just compensation, not including such 
sums as might be found due on account of undermaintenance. 
The Board found there was no undermaintenance; also that 
the road actually earned $108.57 in the six months period. It 
said that sum should be deducted from its award of $5,000 
for that six months period. 

The railroad claimed $17,576.10. Of that sum $15,411.12 
would be the average net income during the test period, minus 
the net actually earned and $2,164.98 for undermaintenance. 


The theory on which the board declined to allow as much 
as the average net during the test period was that, at the time 
the property was taken, both parties to the transaction could 
see that the gold mining industry, which furnished the chief 
tonnage for the road, would have a hard time competing for 
men with the essential war industries and that, therefore, both 
the government and the railroad could see that its income was 
not likely to be as large as it had been during the test period. 
The board said the certificate of net railway operating income 
for the three year period ended June 30, 1917, had not been 
submitted to it at the time of the report. It said, however, 
it did not consider the exact figures of the net railway operating 
income for the three year period, either as certified to by the 
Commission or as submitted in evidence, essential to a deter 
mination of the claim. 

It pointed out that the earnings of the road had been 
curtailed at the time it was taken over, the decline being about 
27 per cent in the last six months of 1917 in comparison with 
the same period in 1916. 

“A further curtailment of the gold-mining industry and 
consequent reduction of plaintiff’s future earnings from the 
point already reached at the commencement of federal control 
must be considered to have been within the anticipation of 
all parties concerned,” said the board. It said, in support 
of its findings, that the taking over was in the nature of 4 
lease for an indeterminate period, without agreement as to com: 
pensation; but with the understanding that compensation woul 
be made in view of the probable earnings, in the period for 
which the taking might reasonably be expected to last. 

Before getting to the merits of the proposition, the board 
decided the property had been taken under control, that the 
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CONSOLIDATION OF RAILROADS 


Interstate Commerce Commission Docket 12964 


An interesting session in this case was held in Boston, Mass., September 24 to 29, 1923, before Commissioners Hall, 
Cex and Eastman. The proceedings involved the New England situation and its relation to the trunk lines. Testimony 
was taken also on a plan submitted by the Storrow Committee, composed of the Governors of New England States. 


The official stenographer’s minutes of this hearing can be secured from the Official Reporters for the Commission, THE STATE LAW RE- 
PORTING COMPANY, 285 Broadway, New York City. 


WEW YORK CITY CUSTOM HOUSE LICENSE 381 


SHip To Us To Suip For You 
L. ELLINGER 


Trucking, Storage and Distribution 


24 Washington St., New York City 
















BOSTON, MASS. 
A. M. SOMES 


BONDED 
TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carload Distributors 


WACO, TEXAS | YEEAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


PORTIAND. MAINE 


Galt Block Warehouse Company 


PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, ler equipped, low insurance rate. 
Storage in Tr: it on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 








We Bind The Traffic World 


Gite 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 








Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 





AKRON 












MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse. Pool car distribution—stere deor delivery. 


TheitLlee COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
TOLEDO 


Petry Express & Storage Co. lac. 
MANSFIELD TRENTON, N. J. 






MANSFIELD, OHIO 








MERCHANDISE STORAGE WAREHOUSES 


POSITIONS WANTED OR OPEN ee eee 


HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 





GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
ud THE TRAFFIC WORLD is the logical medium for getting the 
ten and the positions in touch with each other. The rates for ALBANY, Hu. Y. 
Classified advertisements are as follows: First insertion, $1.00 per line, 

um charge $3.00; succeeding insertions, per line, 50c; 10 words 
‘the line; numbers and abbreviations counted as words; 6 point type: 
Myable in advance. Answers to keyed advertisements forwarded free 
1 all correspondence held in strict confidence. The TRAFFIC 
ORLD, 418 South Market Street, Chicago, III. 












Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


TRAFFIC REPRESENTATIVE—Highly qualified traffic man lo- 
— in Ontario desires to act as Canadian Traffic Representative for 
indecent shippers and organizations, thoroughly experienced in all 
Tame oe traffic activities; LaSalle graduate. Address, Box 6585, 
© World, Chicago. 













Make this Mammoth Plant 


{OUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
Shipments without cartage 


BETTER INVESTIGATE 





The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Leep” WILSON V. LITTLE, Supt. 
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road was entitled to 
jurisdiction. 


As to the claim of undermaintenance, the board found the 
road had failed to produce ev-dence upon which a report might 
be based of the amount, if any, there might be due it, on account 
of the government’s alleged failure to return its railroad property 
in substantially as good repair and complete equipment as 
it was at the beginning of federal control. 


Personal Notes | 


Victor A. Gardner has been appointed traveling freight 
agent for the Norfolk & Western, with office at Kansas City, 
effective October 1. 

H. E, Holverstott has been appointed soliciting freight agent 
for the Norfolk & Western at Chicago, and J. P. McGuire has 
been named as commercial agent at Cleveland. 

A consolidation of the traffic and operating departments of 
the Baltimore & Ohio in New York City has been effected. 
The new office will be in the Cunard Building, 25 Broadway. 

Vv. C. Baughn has been appointed freight traffic agent for 
the Atlantic Coast Line, at Wilmington, N. C. A. W. Billington 
has been appointed commercial agent at Detroit. 

Fred R. Bolles, formerly general manager and traffic man- 
ager for the Copper Range Railway, has been appointed traffic 
manager for the Green Bay & Western, Kewaunee Green Bay 
& Western, and the Ahnapee & Western. Louis C. Jorgensen 
has been appointed general freight and passenger agent under 
Mr. Bolles. 

W. H. Millard, general agent for the Northern Pacific at 
Cleveland, has been promoted to a similar position for the same 
line at Pittsburgh. 

H. D. Driscoll, commerce counsel and attorney of Oklahoma 
City, Okla., has opened a branch office at Washington, D. C., 
in charge of H, E. Ketner, who has been in the office of the 
chief examiner of the Interstate Commerce Commiss‘on. 

C. H. Stinson has resumed his duties as freight traffic man- 
ager for the Wabash, and H, E. Watts has resumed his duties 
as passenger traffic manager. The titles of acting traffic man- 
ager and acting passenger traffic manager have been abolished. 

M. E. Newell has resigned as freight traffic manager for 
the Tennessee Central, effective October 1, which position he 
has held for the past fifteen years. For the present he will 
live in Chicago and will announce his plans for the future at a 
later date. 

R. B. Simms has been appointed freight claim agent for the 
Delaware & Hudson, following the resignation of W. L. 
Schneider. 

T. J. McGeoy, general western freight agent for the Luck- 
enbach Steamship Company at Chicago, who has been seriously 
ill at the Wesley Memorial Hospital in that city, is reported by 
his physicians to be out of danger. 

Ralph V. Sollitt, executive assistant to the chairman of the 
Shipping Board, has resigned to become associated with A. D. 
Lasker, formerly chairman of the board. Mr. Sollitt was ap- 
pointed by Mr. Lasker. 

J. Harry Philbin, manager of the department of sales of 
the Emergency Fleet Corporation, and Clarence F. Buck, di- 


rector of finance, have been elected as trustees of the corpora- 
tion. 


compensation, and that the board had 


TO MANAGE ALASKA R. R. 


The Trafic World Washington Bureau 


Secretary of the Interior Work has named Lee H. Landis, 
of San Francisco as general manager of The Alaska Railroad, 


effective on October 1. The Department issued the following 
statement in connection with the announcement: 


The appointment of Mr. Landis is a result of the decision 
of the Secretary of the Interior now that actual construction of 
the road has been completed to place an active and experienced 
railroad man in charge of its operation. 

Mr. Landis has been in the transportation business for 30 
vears. He has served as station agent and train dispatcher on 
the Philadelphia & Reading; towerman on the Burlington & 
Quincey: general agent of operating and traffic departments on 
the Santa Fe; general operating agent on the Southern Pacific; 
general manager of the Phoenix & Buckeye railroad; general 
manager of the Ocean Shore railroad; assistant to president of 
the Tidewater Southern railway; president and general manager 
of the San Jose (Calif.) Terminal railway; and general manager 
of the Fresno Interurban railway. 

At the outbreak of the war Mr. Landis became a major in 
the engineering corps and served for two years in Europe in 
various capacities as chief transportation officer of military 
districts of the American expeditionary forces. Since the close 
of the war he has been industrial commissioner of the Western 
Pacific railroad system with headquarters at San Francisco. He 
is now a lieutenent-colonel in the engineering reserve corps 
of the army. 

Mr. Landis took the oath of office as general manager of the 
Alaska Railroad Sept. 29. In a short statement he said: 

“In taking over the management of The Alaska Railroad 1 


TRAFFIC WORLD 


Vol. XXXII, No. 14 


want to assure all employes, both in the traffic and operating 
departments, that 1 do not contemplate any changes in the per- 
sonnel of the road. My purpose is to operate the road efficiently 
and economically in the same manner as private transportation 
lines are run in this country and I hope to have the aid and 
assistance of all the present workers on The Alaska Railroad in 
accomplishing this end.” 

Selection of Mr. Landis as general manager of The Alaska 
Railroad was made by Secretary of the Interior Work after he 
had been recommended by the Transportation Club of San Fran- 
cisco, by the presidents and vice presidents and general managers 
of many of the large railroad systems of the West, and by 
inudstrial associations. Among the leading railroad officials en- 
dorsing Mr. Landis were President J. E. Gorman of the Chicago, 
Rock Island and Pacific Railroad; President H. C. Nutt of the 
Monongahela Railway; Vice-president F. W. Green of the St. 
Louis Southwestern Railway Company; General Manager C. L, 
Hinkle of the Chicago Great Western Railroad; President T. M. 
Schumacher of the El Paso and Southwestern System; Chief 
Engineer T. J. Wyche of the Western Pacific Railroad; President 
H. F. Alexander of The Admiral Line; and President J. H. Elliott 
of the United States Railroad Labor Board. 


DOINGS OF THE TRAFFIC CLUBS 


More than 250 high officials of the New York Central lines 
were among the thousand guests, on October 1, at a dinner given 
by the Transportation Club of Toledo in the celebration of “New 
York Central Lines’ Night.” The dinner followed a day of 
celebration, which included a luncheon to railroad men, given 
by John N. Willys, at his automobile factory, and numerous 
other evenis designed to promote better co-operation between 
shippers and the carriers. 

The address of the evening was made by A. H. Smith, presi- 
dent of the New York Central lines, who recounted the his- 
torical development of American railroads and American in- 
dustry and pointed out the carriers’ views of how better trans- 
portation and industry could be developed for the future. The 
“railroad problem,” he pointed out, is one that is never solved, 

“Less than one hundred years ago,” he said, “the railroad 
problem was ‘What is a railroad?’ First cousin to that was 
the problem of raising money to build what our forefathers 
hoped would turn out to be a railroad when they got it finished.” 
He continued: 


But the railroad has never been finished; the railroad problem 
has never been solved. Or, rather, as soon as one railroad problem 
was solved, two new ones arose to take its place. 

No sooner had the last rail been laid on the pioneer lines than 
the proud builders were confronted with the engineering problem of 
reconstructing it so that it would carry the traffic offered. When that 
had been done they had to begin at the beginning and do it all over 
again, because business kept growing so fast that what was ample 
capacity yesterday was wholly inadequate today. It may be true that 
“commerce follows the flag,’’ but there can be no doubt whatever 
that commerce follows the railroad. 

I don’t want you to believe that our forebears lacked vision gen- 
erally, but it can be said they frequently lacked money; and today 
many things hesitate for the dollar. 


In touching on legislation as a railroad problem, Mr. Smith 
said, in part: 


After years of restrictive regulation so oppressive that capital was 
scared off the nest and the railroad system not merely ceased to ex- 
pand but actually shrank by no less than three thousand miles of 
track following the year 1916, we were conceded the first constructive 
legislat‘on in three decades. Even that is hedged about with restric- 
tions that the railroads have been unable to earn even the limited 
return allowed under the Transportation Act. Net operating revenues 
of Class I railroads for the first thirty-five months under that aver- 
aged only 3.97 per cent for the country as a whole. ‘ 

In spite of this, there is an insistent demand for a radical reduc- 
tion in rates. What is needed at all times is good service and a pro- 
vision for the future; for we who are here and for those who are to 
come. We must counsel well together. It is not transportation 
alone; it includes distribution cost and then, withal, a fair effort 
and return by all who sell their time and facilities. 

Some me*ns must be found to restrain the ardor of our amateur 
statesmen. We have been indulging in an orgy of legislation which 
seems to have developed into delirium. No mortal knows the number 
of laws on the statute books, but the American Law Institute, @ 
conservative body, thinks there may be one hundred thousand sep- 
arate laws. I believe this is an underestimate. It seems to me at 
times that there must be at least a million laws on the statute books 
to regulate the railroads. 


Among other speakers who addressed the meeting were P. 
E. Crowley, vice-president of the New York Central Lines; 
L. G. Macomber, president of the Transportation Club of Toledo, 
and other railroad officials and shippers’ representatives. 


The Traffic Club of Kansas City was addressed by Rev. Har 
mon Allen at its luncheon meeting October 2. He spoke on 
“The Human Wreck and Salvage.” 


The Traffic Club of Baltimore had as a guest at its meeting 
on October 2, Maxwell C. Byers, president of the Western Mary 
land Railroad. 


The Transportation Club of Evansville voted unanimously 
for the adoption of the resolutions passed by the annual Col 
vention of the Associated Traffic Clubs of America, at its meeting 
on September 19. The meeting was addressed by H. P. Cornick, 
general freight agent for the L. « N., who spoke on “Radicalism 
as Pertaining to Railways.” He denounced the agitations of Sen 
tors Brookhart, Johnson and LaFollette. “The railways 40 not 
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need added legislation,” he said, “but a chance to test for prac- 
ticability the transportation act passed by Congress and en- 
dorsed by the Associated Traffic Clubs of America at the last 
convention.” 





The Traffic Club of Philadelphia will hold its first autumn 
meeting at the Bellevue-Stratford. The speakers will be John 
Gregg Paine, of the legal department of the Victor Talking Ma- 
chine Company, and P. T. Warner, of the Baldwin Locomotive 
Works, who will speak on “The Building of a Pennsylvania 
Railroad Locomotive.” 





Organization has been completed of the Traffic Club of Rich- 
mond. ‘The club will hold meetings semi-monthly. W. J. Wat- 
kins has been elected president; J. B. Robertson, vice president; 
W. J. Harris, treasurer, and R. A. Saunders, secretary. 





The Lumberman’s Club of Knoxville, Tenn., has instructed 
N. H. Saxton, chairman of the resolutions committee, to draw up 
resolutions to be submitted at the next meeting, condeming gov- 
ernment ownership of the carriers and interference with the 
management of the railroads by governmental agencies. 





The Traffic Club of Cleveland held its meeting, October 6, 
at Meyers Lake, Ohio, where a banquet was served to members 
and guests. Tentative dates for future meetings have been ar- 
ranged as follows: December 10, at the Cleveland Hotel; Febru- 
ary 7, annual banquet at the Hollenden Hotel. 





The sixth annual freight claim prevention conference of 
the Kansas City Southern was held at Sulphur Springs, Ark., 
September 29. The meeting is an annual affair with officials and 
representative employes from all branches of the service, and is 
held with the idea of solving loss and damage problems. One 
hundred and twenty-five were in attendance, including Fred Win- 
burn and Joe Marshall, special representatives of the American 
Railway Association. Among the subjects up for consideration 
were, rough handling, robberies, overcharges and public re- 
lations. 





The Traffic Group of the National Retail Dry Goods Asso- 
ciation will hold a meeting at Milwaukee, October 18 and 19. 
The first morning session will take up the problems of receiv- 
ing, and the afternoon session will center around classification 
and express service. Imports, procedure before the Commission, 


and claims are among the subjects slated for discussion on the 
second day. 





The Chicago Freight Forwarders’ and Custom Brokers’ Asso- 
ciation held its quarterly meeting at Chicago, October 3. The 
additional work required of custom brokers under the new tariff, 
effective September 1922, was discussed and it was the con- 
sensus of opinion that larger fees would have to be charged. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


e 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Unconditional Settlement Between Shipper and Carrier as to 
Demurrage Precludes Recovery of Overcharge: 

(Supreme Court of Washington.) A settlement of demurrage 
charges for cars in constructive placement was voluntary and 
will preclude recovery of overcharges when the charges were 
not in excess of published tariff rates and payment was not 
exacted as a condition to acceptance or delivery of goods, but 
the bill for such charges was given shipper, a deduction allowed, 
another claim put forward denied, and the amount agreed on 
voluntarily paid—Northern Pac. Ry. Co. vs. Department of 
Public Works et al., 217 P. Rep. 13. 

Railway Company’s Plea of Want of Charter Power to Transact 
Telegraph Business Held No Excuse to Relieve It from 
Obedience to Reasonable Orders of Public Utilities Com- 
mission: 

(Supreme Court of Kansas.) - Where a railway company had 
a telegraph company, for their mutual convenience, economy and 
profit, enter into a contractual arrangement whereby a com- 
mercial telegraph service is supplied by them to the public 
through the use of the railway company’s telegraph wires and 
batteries and the use of the railway station as a telegraph office 
and through the use of the station agent’s service as a telegraph 
operator, and where the railway company, pursuant to such ar- 
rangement, has for years supplied the public with commercial 
telegraph service, but only in a careless, negligent, inefficient 
and unsatisfactory manner, the Public Utilities Commission may 
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require the railway company and the telegraph company to 
improve that service, to keep the telegraph office open for the 
efficient dispatch of business for a reasonable number of hours 
per day, including Sunday, where the reasonable demands of 
the public so require, and the railway company’s plea that it 
has no charter powers to transact a telegraph business, is no 
excuse to relieve it from obedience to the reasonable orders of 

the commission.—Chicago, B. & Q. R. Co. vs. Reed et al., 217 

Pac. Rep. 322. 

Order of Public Utilities Commission for More Adequate Tele. 
graphic Service from Railway Company Held Merely Order 
for Greater Efficiency of Assumed Duty: 

The order of the Public Utilities Commission does not re. 
quire the railway company to undertake some corporate duty 
it is not now assuming to perform; it merely requires greater 
efficiency and needed improvement in the service now being 
performed by the railway company.—Ibid. 

Order of Public Utilities Commission Requiring Railway Com. 
pany and Telegraph Company to Keep Open Telegraph 
Office Daily According to Central Time Held Not to Interfere 
with Operation of Train Service on Mountain Time: 

The order requiring the railway company and the telegraph 
company to keep open the telegraph office daily for a reason- 
able number of specified hours, according to central time as 
used by the public in the locality, did not unlawfully or unrea- 
sonably interfere with the railway company’s duty to operate 
its meager train service on mountain time.—lIbid. 

Order Requiring Improvements in Telegraph Service Held Not 
Unreasonable Nor Taking Property Without Compensation: 
The order of the commission requiring improvements in the 

telegraph service furnished by plaintiff was neither arbitrary 

nor unreasonable, nor did it constitute a taking of the railway 
company’s property without compensation.—Ibid. 

Order of Improved Telegraph Service at Oberlin Held Attempt 
to Regulate Interstate Commerce: 

The improved telegraph service at Oberlin, ordered to be 
instituted by the commission, was altogether of an interstate 
character; the order was primarily, not secondarily or _ inci- 
dentally, intended to accomplish that purpose, and was there- 
fore an effort to regulate interstate commerce in a field with- 
drawn from state control, following decisions of the United 
States Supreme Court, cited in the opinion.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Foreign Company Held Not “Doing Business” in State Within 
Statute: 

(Court of Appeals of Maryland.) The selling in this state 
of through tickets over the lines of a resident railroad company 
and defendant, a non-resident railroad company, by the ticket 
agent of the resident company, and the issuance of bills of lading 
by it for freight to be transported over its line and the line of 
the non-resident company at rates fixed by the published tariffs, 
and the collection by the resident company of the entire freight 
for shipments originating on defendant’s line and delivered in 
this state by the resident company, held insufficient to show 
that defendant was regularly “doing business” and exercising 
its franchises within this state, and that ticket agent who sold 
such tickets and the resident company were agents or persons 
in defendant’s service within Code, art, 23, sec. 92, so as to 
render defendant liable to suit commenced by process served 
on ticket agent.—Stewart Fruit Co. of Baltimore City vs. Chi 
cage, M. & St. P. R. Co. et al., 121 A. Rep. 837. 

“Reply Brief,” Not Amending Original Brief, Not Considered, 
Where Not Filed Within Time Required; “Amendment:” ‘ 
(Court of Civil Appeals of Texas, Austin.) A “reply brief 

not referring to or amending any proposition or point made it 

the original brief, but presenting propositions not mentioned or 
relied on, and restating a proposition therein, held not an amend- 

ment thereto, as authorized by rule 38 (142 S. W. xiii), but 4 

new brief, which cannot be considered, where not filed within 

the time required—St. Louis Southwestern Ry. Co. vs. Texas 

Packing Co., 253 S. W. Rep. 864. , 

Amended Brief, Filed Without Court’s Permission, Not Consid- 
ered: 

An amendment to appellant’s original brief cannot be com 
sidered, where filed without obtaining permission of the court, 
as required by rule 38 (142 S. W. xiii). —AIbid. 

Damages Computed on Basis Provided by Contract Properly 
Allowed, Though Not Pleaded, and Defendant Not Notified: 
In an action against a railroad for damages to dressed poul- 

try shipped under a contract providing for computation of dam- 
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822 THE 
ages on the bona fide invoice price to consignee at the time and 
place of shipment, plaintiff was properly allowed damages com- 
puted on such basis, though he did not notify defendant that 
they would accrue, and did not plead them as required in order 
to recover special damages.—lIbid. 

Provision for Computation of Damages to Shipment on Invoice 
Price to Consignee Held Valid: 

A provision, in a bill of lading on a shipment originating 
prior to the Cummins amendment (U. S. Comp. St., sec. 8504a), 
that damages for loss would be computed on the bona fide in- 
voice price to consignee at the time and place of shipment, held 
valid and binding on the carrier.—Ibid. 

Ordinary Measure of Damages to Goods in Transit Held Inap- 
plicable: 

In an action against a railroad for damages to dressed poul- 
try shipped before the Cummins amendment (U. S. Comp. St., 
sec. 8604a), under a bill of lading providing for computation of 
damages on the invoice price to consignee at the time and place 
of shipment, the measure of damages was not the difference in 
the market value of the property in the condition in which it 
should have arrived and that in which it did arrive at the place 
of destination, but the amount computed on the basis of such 
stipulation.—Ibid. 

Copy of Freight Bill Held Admissible to Show Receipt of Goods 
at Destination in Bad Condition and Carrier’s Receipt of 
Freight Charges: 

In an action against a railroad for damage to goods in tran- 
sit, where it was shown that the original freight bill had been 
delivered to defendant to obtain the release of the goods at 
destination, a copy thereof held admissible to show that the 
goods were received in bad condition as therein noted, as well 
as defendant’s receipt of the freight charges.—lIbid. 

Expert Testimony as to How Cars Containing Goods Damaged 
in Transit Were Loaded Held Admissible: 

In an action against a railroad for damages to goods in 
transit, testimony of an expert in the preparation and loading 
of such goods for shipment as to how cars in which they were 
shipped were loaded and handled held admissible, though, be- 
cause of the numerous cars shipped, he did not remember how 
any specific car was loaded, other than that they were all treated 
and prepared in the same manner.—Ibid. 

Copy of Invoice Held Admissible in Action for Damages to Goods 
Shipped: 

In an action against a railroad for damages to goods shipped 
under a bill of lading providing for computation of damages on 
the basis of the invoice price to consignee at the time and place 
of shipment, where it was shown that the original invoice was 
delivered to consignee attached to the bill of lading and draft, a 
copy thereof was admissible.—lIbid. 

Petition Held Sufficient to Authorize Recovery of 
Action for Damages to Goods in Transit: 

In an action against a railroad for damages to goods in tran- 
sit, the petition praying, in the body and in the prayer for 
relief, for judgment for the difference between the invoice price 
and the value of the goods in their damaged condition at des- 
tination in a certain sum, with interest from date of shipment, 
held sufficient to authorize recovery of interest as damages.— 
Ibid. 

Interest Recoverable as Damages for Loss of Goods in Transit: 
Interest is recoverable as damages for loss of goods in tran- 

sit by reason of the carrier’s negligence.—Ibid. 

Judgment Not Disposing of All Defendants May Be Reviewed, 
Though Not Assigned as Error: 

Failure of the judgment to dispose of all the defendants is 
jurisdictional, and constitutes fundamental error, which may be 
reviewed at any time, if apparent of record, whether assigned 
as error or not.—Ibid. 

Amendment of Pleadings to Assert Cause of Action Against Only 
One of Several Named Defendants Amounts to Dismissal as 
to Others: 

Where the record discloses two or more named defendants, 
plaintiff's amendment of the pleadings before trial, so as to 
assert a cause of action against only one, is tantamount to a 
dismissal or continuance as to all others, and a judgment there- 
after rendered is final as to all, no formal dismissal being 

required.—Ibid. 


Interest in 


A resolution advocating the consolidation of the Central 
Railroad of New Jersey with the New York Central, provided 
the rights of lines now using the Jersey Central track to reach 
New York harbor terminals are preserved, was adopted this 
week by the Chamber of Commerce of the State of New York. 

The resolution was presented by Delos W. Cooke, as chair- 
man of the committee on internal trade and improvements, who 
announced that he had been informed by E. H. Outerbridge, 
chairman of the Port Authority, that there had been a con- 
ference between the railroads and the Port Authority with the 
Interstate Commerce Commission, in which the carriers had 
voluntarily offered to co-operate with the Port Authority in their 
terminal plans. on the Jersey shore. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


of National Reporter 
on 2 Minn. 


(Digests taken from Reporters and Di 
System, published by West Publ 
Copyright by West Publ 





Charter Held to Contemplate Voyage Before Tendering Vessel: 

(Disrict Court, S. D., Florida.) Charter, executed September 
18, of vessel “now at Tampa,” for a voyage to Cuba, the vessel 
“to be ready about October 15” for loading, held to contemplate 
that the vessel, between the time of chartering and her report 
for loading, should engage in other business, such as another 
voyage to Cuba, although the words “all possible dispatch in 
ballast to enter upon this charter’ were not stricken out.— 
Massari vs. Forest Lumber Co. (Padrosa, Intervener), 290 Fed. 
Rep. 470. 

Construction by Parties as to Time for Loading Followed: 

Where charter was executed September 18 of vessel “now 
at Tampa,” to be ready, “about October 15” for loading, and 
on October 6 the broker wrote the charterer that the vessel 
would be ready to load on October 20, and requesting a loading 
dock be named, and in response thereto the charterer wrote 
October 8, naming the dock, held that this was a practical con- 
struction of the provision “about October 15,” so that the char- 
terer could not claim that tender of vessel on October 22, after 
a preliminary voyage and necessary repairs, was not a com- 
pliance.—Ibid. 

No Technical Rules of Variance: 

In admiralty, although the proofs should substantially con- 
form to allegations, to prevent surprise, there are no technical 
rules of variance or of departure in pleading, as at common law. 
-—Ibid. 

Damages for Charterer’s Breach Stated: 

For charterer’s breach by refusing vessel tendered, the meas- 
ure of damages is the amount of the freight money reserved in 
the charter, less the expense incurred in earning it.—Ibid. 
Approximate Accuracy of Damages from Breach of Charter 

Sufficient: 

Where charterer breaches charter by refusing to accept ves- 
sel tendered, the damages are necessarily uncertain, and ap- 
proximate accuracy of showing the damages suffered is sufficient. 
—Ibid. 

Ownership of Lumber Attached Held Shown to Be in Defendant 

Corporation, Not in Its President: 

In libel for charterer’s breach by refusing vessel tendered, 
evidence held to show that lumber attached by libelant was 
owned by defendant corporation, and not by its president, who 
interposed claim thereto.—Ibid. 

Letters Admissible as Tending to Corroborate Testimony as to 

Verbal Charter: 

(District Court, E. D., New York.) In libel by the charterer 
of a barge for the sinking of the barge while under verbal char- 
ter to respondent, letters and correspondence between the par- 
ties held admissible as corroborating the testimony of libelant’s 
officer as to the terms of the verbal charter, though libelant’s 
letter of confirmation was not replied to by respondent, and 
such testimony was also admissible as showing the general 
custom prevailing between the parties as to such charters.—The 
Raymond M. White, Simmons Transpt. Co. vs. Wright & Cobb 
Lighterage Co., 290 F. Rep. 454. 

Charter Construed More Strictly Against Charterer Dictating 

Terms: 

A charter, the terms of which are dictated by the charterer, 
must be construed more strictly against him.—TIbid. 


Bailee of Vessel Liable Only for Negligence, Under Requirement 
for Return in Same Condition, Less Wear and Tear: 

A bailee for hire under a charter party should not be made 
an insurer by implication, but only by clear and explicit lan- 
guage, and the terms of a charter requiring the return of the 
vessel in the same condition “as it is in now, less ordinary wear 
and tear,’ makes the bailee liable only for its own negligence. 
—TIbid. 

Hirer of Barge, Captain Provided by Libelant, Not Liable for 

Loss Because Barge Not Pumped: 

Under a charter party for the hiring of a barge in charge 
of a captain furnished by libelant, whose duty it was to care 
for the barge, and among other things to attend to the pumping 
of said barge, held, that the respondent was responsible only for 
watching the cargo, and not for watching the boat; that it was 
the duty of the captain, as libelant’s representative, to determine 
whether the boat was in safe condition for the night. The re 
spondent, having provided a safe berth and not having over 
loaded the barge, was not liable for sinking of the barge, iD 
absence of the captain, due to failure to pump.—lIbid. 

Hirer of Barge Not Liable for Negligence Under Evidence: — 

Evidence held insufficient to show that respondent, bailee for 
hire of a barge under charter party, was Hable for negligence 11 
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_ CHICAGO 


ILLINOIS NORTHERN 


RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8. F. Ry. C. M. & St. P. Ry. 
C.& A. R. R. c. C. C. & St. L. Ry. 
Cc. & I. W. Ry. G. T. Ry. 
C. & N. W. Ry. Lc. R. R. 
c. B. & Q. R. R. Penna. Railroad 

M. St. P. & S. Ste. M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 


Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of 
L. C. L. freight between our industries and McCormick 
Station free of charge, in lots of 6,000 pounds or more, 
thus avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, G. F. A., 606 So. 
Michigan Ave., Chicago, Illinois. 
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not providing a reasonably safe berth, or for negligencé in 
overloading such barge.—Ibid. P 
Bailee for Hire, Having Shown Due Care, Not Required to Show 

Cause of Sinking: 

Where the bailee for hire of a barge showed that the sink- 
ing of the barge was not due to its negligence in failing to 
provide a reasonably safe berth, and not due to its overload- 
ing, the respondent was not required to show the cause of the 
sinking, but the burden was then cast on the libelant to show 
respondent’s negligence.—Ibid. 

Charterer’s Liability Stated: 

(District Court, E. D., New York.) A charterer, although 
not insurer of chartered scow under the charter, was liable for 
its own negligence, or that of any person to whom it intrusted 
the boat.—Donovan vs. Frederick Starr Contracting Co. et al., 
290 Fed. Rep. 501. 

Charterer Liable for Unsafe Berthing of Scow: 

Where scow was injured by being placed in unsafe berth 
for unloading by consignee, consignee and his. agent were sec- 
ondarily liable and the charterer primarily liable, for such injury. 
—Ibid. 

Consignee of Scow Under Duty to Furnish Safe Dock: 

The consignee of scow and cargo held obligated to furnish 
a safe dock for the scow.—Ibid. 

Occupant of Dock Liable for Injuries from Unsafe Berth: 

The occupant of a dock was liable for injuries to a scow, 
where, by his invitation, express or implied, he allowed the 
scow to be placed in what he should have known, and was bound 
to know, was an unsafe berth.—Ibid. 

Charterer, Not Specifically Agreeing to Return Barge in Good 

Condition, Liable Only for Negligence: 

(District Court, E. D., New York.) Under the usual verbal 
harbor charter, with no specific provision for return of barge 
in good condition, subject to ordinary wear and tear, charterer 
held liable only for negligence.—C. F. Harms Co. vs, Turner 
Const. Co., 290 Fed. Rep. 612. 

Sinking of Barge, Seaworthy when Delivered, Makes Prima 

Facie Case Against Charterer: 

That barge, which was seaworthy when delivered to char- 
terer, sank while in its possession and could not be returned in 
good condition, subject to ordinary wear and tear, established 
prima facie case of fault, and put the burden on it to rebut 
such prima facie case, and explain the situation.—Ibid. 


Showing How Sinking of Chartered Barge Occurred Not the 

Only Way of Meeting Prima Facie Case: 

Charterer of barge, which sank while in its possession, and 
which was seaworthy when delivered, was not required to show 
how the accident happened, as the only way of meeting the 
prima facie case against it.—Ibid. ; 

Duties of Charterer of Barge Stated: 

Charterer of barge under usual verbal harbor charter was 
bound not to overload the barge, to provide. safe berth for her 
and to warn her of'any danger.—Ibid. 


Libelant Had Burden of Showing Charterer’s Negligence, and, 
When Prima Facie Case Rebutted, Burden Rested On It: 
Owner of barge, suing charterer for loss from sinking, was 

under duty of showing negligence, and when its prima facie 

ease, arising from proof of delivery in seaworthy condition and 
sinking while in charterer’s possession, was rebutted, the burden 
still rested on it.—Ibid. 


Negligence of Captain Held Attributable to Owner, and Not to 

Charterer: 

Where owner furnished and paid captain of chartered barge; 
his neglect to breast off and leave enough slack on his lines 
to allow for low tide in tying up at a dock was attributable to 
the owner, and not to the charterer.—Ibid. 

Evidence Held to Show Improper Stowage of Cargo of Olives: 

(Circuit Court of Appeals, Second Circuit.) Evidence held 
sufficient to warrant a finding of improper stowage, where casks 
and barrels of olives were stowed in such manner that the 
weight of the cargo thereafter loaded was such as to break 
the staves of some of the casks and loosen the hoops of some 
of the barrels, causing consequent damage to the shipment.— 
The Orion, E. Tolibia & Co., Inc., et al. vs. Ocean Transp. Cor- 
poration; E. F. Drew & Co., Inc., vs. Same, 290 Fed. Rep. 379. 
Improper Stowage Renders Vessel Liable: 

The stowage of barrels of olives by piling them bilge and 
bilge, when they should have been turned bilge and cantline, is 
improper, and imposes liability where injury results therefrom. 
—Ibid. 

Evidence Held Insufficient to Show Improper Stowage: 

A vessel held not liable for improper stowage of-.sulphur 
oil, where the evidence showed such cargo to have been stowed 
in old barrels, which commenced to leak as soon as stowed, 
the libelant not having met the burden of proof.—Ibid. 

Petition for Limitation of Liability Held Defectivg as Not Offer- 
ing to Surrender Pending Freights: — 

(District Court, E. D.. New York.) A petition for limitation 
of liability held defective in not offering to surrender pending 
freights, in view of Rev. St.,-sec. 4288 (Comp. St., sec. 8021). 
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s-In re Castrian Steamship Co., Limited, The Lancastrian, 290 
Fed. Rep. 397. 
Liability Cannot Be Limited as Respects Seamen’s Wages: 

As respects seamen’s wages, liability cannot be limited un- 
der act June 26, 1884, sec. 18 (Rev. St., sec. 8028) —Ibid. 


CABINET ECONOMIES 


(The Wall Street Journal) 


As the result of an extended survey of the farmer’s position 
Secretary of Agriculture Wallace offers the President a report 
which, for conclusions utterly out of relation to the findings 
of fact upon which they should have been based, is fairly in- 
credible. The Secretary finds that: > 


The war administration caused large advances in freight rates 
and fixed upon us for some time to come a large part of these ad- 
vances by granting heavy increases in wages and marked changes 
in wage classification and hours of. employment. 


From this premise Secretary Wallace reasons as follows: 


Freight rates on agricultural products are altogether higher -than 
agriculture can afford to pay at the present time. . Farmers must 
have good transportation service. The railroads must not be .crippled, 
but a reduction of at least 25 per cent in freight rates, especially on 
agricultural export commodities, should be brought .about in some 
way without further delay. The entire structure of freight rates 
should be analyzed. 


Railroads must not be crippled, but they must be subjected 

immediately to a reduction in freight rates which would have 
left them $125,000,000 short of meeting their operating expenses 
and taxes during the first six months of'1923! This must be 
done “in some way,” but it would take an increase of 70 per 
cent in passenger, mail and express charges to offset its effect 
upon railroad revenues. 
j Ignoring the. fact that the Interstate Commerce Commission 
is continuously engaged in searching examination of freight 
rates, a Cabinet officer presents, as his most constructive’ con- 
tribution to the desired solution of the farmer’s problems,-noth- 
ing more than a bald repetition of the outgivings of the La 
Follettes and Brookharts and Shipsteads. Indeed, he out-Brook- 
harts the junior senator from Iowa, who proposes merely to 
cut railroad net income in half, whereas Mr. Wallace would 
wipe it out in toto. The Secretary of Agriculture thinks that 
freight rates on farm products are higher than agriculture can 
afford to pay. Senator Cummins reeognizes that these rates 
are already something like 20 per cent under the general rate 
level. 


September wheat at Chicago closed Tuesday at $1.02% 
against $1.02% on the same date a year ago. Corn sold at 89% 
cents against 68%, cents the year before. If freight rates are 
the obstacle to the wheat farmer’s prosperity, what has enabled’ 
the corn farmer to increase his selling price 31 per cent in 
twelve months? Almost everyone except Secretary Wallace 
suspects that Canada’s 470,000,000-bushel crop and the greatest 
yield that Europe has had in many years have. something to 
do with the price of wheat. 

Secretary Wallace promises that the ‘extended report on 
wheat” now in preparation by his department will appear within 
a month or six weeks. Let us hope that that report will elab- 
orate the Secretary’s reasons for supposing that nations far 
more dependent upon the sale of their wheat abroad than is 
the United States will allow this country to take any part of 
the world market away from them by the simple device of 
putting our own transportation machine out of commission. 


 ° AMERICAN SHIPPING AT SINGAPORE 


: “American shipping at the port of Singapore during. 1922; 
suffered a decrease as compared with 1921.” Vice Counsul Hugh 
S. Miller said in a report to the Department of Commerce which 
follows: 


The number of merchant vessels of 50 tons and over which 
entered and cleared in 1922 totaled 11,738 of 18,280,279. tons. Of 
these, only 280 of 777,124 tons were under the American flag, 
as compared with 408 of 1,15,746 tons during the preceding 
year—a decrease of 31 per cent in number and 32 per cent 
in tonnage. : 

The record of American shiping,at Singapore for the past; 
five years show that, although it was much larger in 1922 than! 
in 1918 or 1919, there- has been a marked. .decrease ‘since the: 
boom year of 1920. During 1918 entrances and.-clearances of 
American vessels totaled 85 of 146,956 tons; in 1919, the total 
was 125 of 327,758 tons; in 1920, there were 474 vessels of 
1,303,796 tons; in 1921, the total dropped to 408 of 1,151,746 tons;. 
and in 1922, to 280 of 777,124 tons. m 

The total arrivals of merchant vessels from the Atlantic 
coast of the United States in 1922 were 51 of 225,392 tons, of 
which 30 ships of 131,275 tons were British. In the same perio@a 
there arrived from the Pacific coast of the United States 23) 
ships of 97,529 tons, of which only 2 vessels of 7,452 tons were 
British and the remaining 21 ships of 90,077 tons were of other 
nationalities. . During 1922 departures for the Atlantic -coast 
of the United States totaled 97 vessels of 412,758 tons, of which. 
60 ships of 269,546 tons were British. Departures for the Pacific: 
coast amounted to 18 ships of 74,602 tons, of which 2 vessels of: 
— tons were British and 16 of 68,398 tons were’ under other 
ags. 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 
Consign via any Railroad into Denver 
Free switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
















“Watching” for You 
in Washington 


Although in reality a part of our Special Service 
Department, the scope of our “watching” service is 
so broad and its possibility of aiding the traffic man- 
ager so great, that, to do it justice, we feel we must 
deal with it as a distinctive feature of our service. 


This “watching” service embraces what we call 
our “Pink List”; that is a list of clients who are kept 
advised, at a nominal charge by the month, of any- 
thing that takes place at the Interstate Commerce 
Commission that affects in any way the particular 
commodity or commodities in which they may be in- 
terested, and also anything of general interest that 
emanates from the Commission. This service also 
contemplates watching certain specific things at the 
Commission in which clients may be interested, such 
as watching for a complaint, a tentative report, a 
decision; advising when and where a case has been 
assigned for hearing; advising the action taken by 
the Commission with respect to requests for suspen- 
Sion of tariffs, etc. In other words, you are kept 
advised, by means of this service, of anything in 
which you may be interested at the Commission. 
This advice is sent either by wire or by letter, both 
voluntarily and at your request. We shall be glad to 
tell you more about our “watching’’ service—and the 
telling will not obligate you in the least. 


Address 
Traffic Service Corporation 
Special Service Department 


Colorado Building Washington, D. C. 


Other ‘Service’? Departments: 
Rate—Tariff—Miscellaneous—Traffic 
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FREIGHT CAR REPAIR WORK 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars In our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service In 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPARY 
SHARON, PENNSYLVANIA 


St. Loule Kansas City Tulsa 
Casper — Sen Francieco Beaumont 
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11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any —— question relating to the law 


of interstate transportation of freight. _ n e 
and wide knowledge will answer questions relating to practical traffic 
lems. We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
eituation too complex for the kind of investigation herein contemplated. 

ddress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


traffic man of long experience 


Reconsignment vs. Reshipment—Only One Change in Destina- 
tion Permitted 

Missouri.—Question: In 1920 we shipped a car of hay to 
Charlevoix, Mich. The car was rejected at destination, and 
we instructed the party for whom we shipped car to rebill car 
to us at Cairo, Ill., but they ordered carrier to divert car back 
to Chicago, where they diverted it on to us at Cairo, and we 
sent it on to Atlanta, Ga. 

The carrier assessed the rate from Kansas City to Charle- 
voix, Mich., the local rate from Charlevoix to Chicago, propor- 
tional rate from Chicago to Cairo, and proportional from Cairo to 
Atlanta, Ga. We contended for the through rate from Charlevoix 
to Cairo, which was lower than the combination rate to Chicago, 
and from Chicago to Cairo. The carrier contends that because the 
car would not divert on through rate at Charlevoix, that it 
could not be treated as a reshipment from Charlevoix with 
diversion privilege. We maintained that the car had to be re- 
billed at Charlevoix, constituting a new shipment, and this 
shipment was entitled to diversion at Chicago on the through 
Charlevoix to Cairo rate. 
to be paid, car taken up and rebilled at Charlevoix in order to 
have this privilege. 


Answer: As we view your query, the question hinges on 
whether the movement from Charlevoix to final destination was 
a reconsignment or a reshipment. You state original consignee 
at Charlevoix, after refusing shipment, instead of rebilling to 
Cairo per your instructions, diverted car back to Chicago. Such 
being the case, shipment from Charlevoix, in our opinion, be- 
came a reconsignment and not a reshipment, and as such should 
have been assessed the regular reconsigning charge in effect 
at the time. In this connection, it has always been our view 
that, in order to be a reshipment, consignee must take posses- 
sion of the shipment, take up the inbound billing and thereby 
relieve the carrier of any further duty or responsibility in con- 
nection therewith. 


In other words, a reconsignment presupposes some further 
action or service on the part of the carrier in handling the car, 
etc., while a reshipment does not, but constitutes a new move- 
ment. It must be borne in mind, however, that a reshipment 
purposely made to defeat the through rate is illegal. This, 
however, does not apply, of course, in the premises. 


The carrier’s contention that “because car could not divert 
on through rate at Charlevoix, it could not be treated as a re- 
consignment (he says reshipment) from Charlevoix with diver- 
sion privilege” is not well founded. Generally speaking, a 
through rate is not prerequisite of a diversion charge. In 
other words, it is not necessary to have a through rate on the 
movement to secure a diversion. In this connection, P. M. 
Railroad Diversion Tariff I. C. C. No. 4020, rule 2, page 2, pro- 
vides, “These rules and charges will apply whether shipments 
are handled at local rates, joint rates or combination of inter- 
mediate rates.” 

Rule 5 (a) of this tariff provides, “Only one change in des- 
tination will be permitted by this company under these rules, 
except as provided in section (b) * * *.” 

Section (b) provides, “If the consignor, consignee or owner 
requests a subsequent change, necessitating movement of the 
car, the shipment will be treated as a reshipment from point 
of reforwarding and will be charged at the tariff rate therefrom, 
plus $5 (prior to August 26, 1920) per car.” 


The movement from Chicago to Cairo, in our opinion, comes 
within the category of rule 5 (b), that is, it was a second re- 
consignment (designated reshipment in this rule), and should 
have been charged on the basis prescribed in this rule. 

Summing up the situation, as we view it, instead of being 
overcharged, the carrier has undercharged you. That is, in 
addition to the line-haul rates charged, carrier should have also 
assessed reconsigning charge at Charlevoix and also the re- 
shipping (or second reconsigning charge) at Chicago. See Ro- 
mann & Bush Pig Iron & Coke Co. vs. Director-General, Western 


Maryland Railway et al., involving a situation practically simi- 
lar to the instant case. 
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Application of Combination Rule to Shipment Back-Hauled and 
; Reforwarded to Make Proper Delivery 

Ohio.—Question: Please refer to your answer to “Okla- 
homa” under the above caption, page 512 of the September 1 
issue of The Traffic World. 

_If I correctly understand just what is involved, it is my 
belief that this answer is not in consonance with answers to 
similar questions published in The Traffic World. The follow- 
ing is a concrete example of what I understand the case to be: 

; Miamisburg, O., is situated on the Baltimore & Ohio and 
Big Four railroads. There are no facilities for interchanging 
carload traffic at this point, as the two lines have their stations 
on opposite sides of the Miami River. We shall say, that a 
firm shipped a carload of petroleum from Pryse, Ky., to Miamis- 
burg, O. The L. & N. routed the car Big Four north of Cin- 
cinnati, whereas the consignee is located on the Baltimore & 
Ohio. For this reason it was necessary for the Big Four to 
haul the car back to Middletown and deliver it to the Baltimore 
& Ohio. On such a movement, it is my belief that the com- 
bination of rates applicable to Miamisburg (to and beyond 
Cincinnati) would be subject to the combination rule and the 
combination of rates applicable from Miamisburg (Big Four) 
to Miamisburg (Baltimore & Ohio) would also be subject to 
the rule. I hardly understand, however, how the rates to and 
from Miamisburg could be subject to the combination rule under 
the Uniform Reconsigning Rules. The reconsignment tariffs 
generally provide that in the absence of a published through 
rate applicable via the reconsignment point, combination of 
local rates to and from the reconsignment point will apply. If 
we were to reduce the local rates in accordance with the com- 
bination rule, we would not be assessing “combination local 
rates to and from the reconsignment point,” but we would be 
using something else, the use of which would contravene both 
the spirit and the letter of the tariff rules. 

Incidentally, I might mention that combination tariffs gen- 
erally restrict the application of the rules to such combinations 
as are “based on base point or junction points at which there 
are track facilities for interchanging traffic between the car- 
riers:” This in itself would take care of the Miamisburg 
situation. 

Answer: Our answer to “Oklahoma,” conditioned on the 
absence of any restriction as to the application of the combina- 
tion rule, might have gone more into the kind of restriction 
usually present in a case such as this, namely, the provision 
of the reconsignment rules that, when the through rate is not 
applicable via the reconsignment point, the rates to be applied 
are the rates to and from the reconsignment point. 

The reconsignment point here presented is the original 
destination and the shipment is properly chargeable at the rate 
to this reconsignment point (whether a through rate or com- 
bination rate) and the reconsignment point cannot be treated 
as a junction en route for the purpose of constructing a com- 
bination rate via such a point, for, if so treated, the through 
rate arrived at in this way would not conform to the reconsign- 
ment rule governing this situation. 

Accordingly, on the shipment referred to, the rate to the 
reconsignment point means the full rate, as if the shipment 
were delivered there, and, likewise, the rate to be used from 
the reconsignment point is the same as if this were a point 
of origin, provided there are no other rates for back-hauls or 
out-of-line movements to be given preference. See “North 
Carolina,” page 44, Traffic World, January 6, 1923. 

In the case of the Oklahoma shipment mentioned in the 
previous query, the applicable rate from the reconsignment 
point is itself a separate combination to be computed (assum- 
ing that a combination rule is published in connection there- 
with) by making deduction from each factor and then adding 
to the sum of the reduced factors the one increase named in 
the combination rule. On the shipment describbed by you from 
Pryse, Ky., evidently two separate combination rates must be 
made up and applied, that is, one combination rule to Miamis- 
burg (Big Four) and another therefrom to Miamisburg (B. & 0.). 

Under the view stated above, it is not necessary to give 
consideration to any provision that may accompany a combina- 
tion rule restricting its use to combinations via junction points 
having track facilities for interchange between carriers. 


Routing—Carrier Must Observe Shipper’s, Even Though Higher 
Charges Result 

Michigan.—Question: During the month of September, 
1923, there was shipped from East York, Pa., to Detroit, Mich., 
a carload of chain, which was routed “M. & P.—Penna.-D. & C. 
Navigation Company.” Consignee have private siding and re 
quested Pennsylvania Railroad to divert car to New York Cen- 
tral Railroad at Cleveland to eliminate cartage at destination. 
Car was diverted and delivering line assesses a combination 
of local rates from East York, Pa., to Cleveland, and from Cleve 
land to Detroit, Mich., claiming rates published do not apply 
via route car traveled. 

Consignee claims, inasmuch as all lines handling this par- 
ticular car are parties to the tariff quoting rate from East 
York, Pa., to Detroit, Mich., that he is entitled to through rates. 


ee. oe: 
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EASTERN AGENTS 
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Sailings from. ..Baltimore and New York 


CHARLES R. 
McCORMICK— OCT. 20— OCT. 26 
MUNDELTA — NOV. 3—NOV. 9 
DIRECT TO 















GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern MERCHANDISE 
WAREHOUSE fully equipped in the 
City of ROCHESTER. 


Insurance rate 12 CENTS per $100.00. 


Located on private siding of the BUF- 
FALO,ROCHESTER& PITTSBURGH 
RAILWAY, enjoying switching at flat 
Rochester rate with all steam roads. 


B. R. ©@ P. Warehouse, Inc. 
Rochester, N. Y. 









LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND AND 
SEATTLE 
Regular and Frequent Sailings Thereafter 
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Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 
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MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 





Branch Offices 
Chicago, St. Louis, Pittsburgh, --rscomga 
Philadelphia, Mobile, Ne Mobile, New Orleans 


McCORMICK : STEAMSHIP co. 


GENERAL PACIFIC COAST AGENTS 


Dollar Line 


Express Freight Steamers 
Monthly 



























Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 


ding 


d in 

+ New York and Baltimore to Los Angeles (Wilmington), 
mis San Francisco, Seattle and Vancouver, B. C. 

give * * 

pin Mediterranean-Atlantic & 


Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisce 


A WAREHOUSE STOCK within the territory served, saves one For rates, sailings and other information apply te 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING Dollar Steamship Line 


SPECIALIZING ON POOL CARS COST OR tT a a, Daliding PHILADELPHIA ioe Ser Pama St. 
SAN FRANCISCO—Rebert D; 


ADAMS TRANSFER & STORAGE CO. | Setcert eer EE Gi ee wae 


228-36 WEST FOURTH STREET 
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Being unable to locate a decision of the courts on a similar 
case, kindly advise us if we are entitled to a through rate. 

Answer: Where a shipper routes a shipment it is the duty 
of the carrier to forward the shipment in accordance with such 
routing instructions, even though a lower rate applies via some 
other route. 


Rule 4-J of Tariff Circular 18-A provides that “If a tariff 
contains no routing directions, the joint rates shown therein 
are applicable between the points specified pia the lines of 
any and all carriers that are parties to the tariff; and a shipper 
must not be required to pay higher charges than those stated 
in the tariff, because the carriers have not agreed divisions of 
the rates via the junction through which shipment moves. See 
also McGowen Lumber & Export Co. vs. Director-General, 59 
I. C. C. 239, and cases cited therein. However, section 15 of 
teh act insures to shippers the right to route their shipments, 
and it is the duty of the initial carrier to obey the specific 
instructions furnished by the shipper. Where a shipper gives 
directions with respect to the routing of his shipment, the 
carrier is bound by his instructions and must charge the rate 
applicable to the designated route, even though such rate is 
higher than over some other route between the same points. 
Struthers-Wells Co. vs. P. R. R. Co., 14 I. C, C. 291. 

If the routing shown in the tariff is restricted to certain 
routes other than that over which the shipment moved, even 
though what is known as a “carrier’s convenience clause” is 
carried in the tariff, the through rate will not apply, as under 
such a clause, where the routing is specific, the rates will apply 
via lines parties to the tariff over routes other than provided 
for in the tariff only, when shipments are routed by the carriers, 
not by the shippers. See Dort Motor Co. vs. Penna. R. R. Co., 
59 I. C. C. 374. 

Released Valuation 

Missouri.—Question: Understand there has been a recent 
ruling by a federal court to the effect that the signature of the 
shipper to released or declared valuations per pound, shown 
on bill of lading by shipper (Consolidated Classification, page 
231, item 15), is not necessary to make the value shown legal. 
Can you quote the ruling? 

Answer: We know of no such decision as you refer to. 
However, so far as the bill of lading is concerned, there is 
no requirement that the signature of the shipper accompany 
the declaration of value, nor does the fact that the shipper 
does not sign the bill of lading affect the legality thereof. The 
shipper, by his acceptance thereof, when signed by the carrier’s 
agent, is presumed, under the law, to accept the terms and 
conditions thereof. Furthermore, with respect to the express 
receipt, it has been held that the acceptance of the receipt 
containing a statment that unless otherwise provided the value 
of the shipment covered thereby is limited to $50, binds the 
shipper to acceptance of that amount in the event that a ship- 
ment of a greater value is lost or damaged in an amount in 
excess thereof. Wells Fargo & Co. vs. Neiman-Marcus, 227 
U. S. 469. 

Damages—Delay in Transit 

Wisconsin—Question: Early in August, 1922, we purchased a 
carload of coal, in transit to Chicago from a point in Kentucky, 
and reconsigning orders were given the initial carrier at once. 
The bill of lading is dated August 2; car was waybilled from 
point of origin August 21; was weighed at an Illinois station 
August 24; reconsigned from another Illinois station September 
23; arrived destination to which reconsigned October 10. Total 
time in transit, 69 days. Car moved over two lines. , 

Price paid for the coal was $10 per ton f. o. b. mines; the 
market price for same grade of coal at time of delivery was 
$3 per ton f. o. b. mines. Claim was filed for the difference in 
price, we claiming that we sustained damages because of un- 
reasonable delay. Initial carriers say they cannot entertain 
claim, for the reason no actual loss seems to have: been sus- 
tained, as the coal was not for sale on the market, but for our 
own consumption. We contend that we were damaged to the 
extent claimed. Can you give us any information to support 
such contention? 

Answer: For unreasonable delay in the transportation of 
nearly all classes of goods the difference between the market 
value of the goods at the time and place at which delivery 
should have been made and their market value when delivery 
was actually made, plus interest on the value of the shipment 
during the time of the unreasonable delay, from which unpaid 
freight charges are to be deducted, is the measure of the car- 
rier’s liability. 

We can locate no cases which cover facts similar to the 
instant one, where, apparently, as the carrier contends, no 
actual loss was incurred by reason of the delay. However, see 
Middleton & Co. vs. A. C. L. R. Co., 110 S. E, 796, on page 797, 
of which the court said: “Ordinarily, when goods are shipped 
with the expectation and intention of immediate sale upon de- 
livery, the measure of damages is the difference between the 
market price on the day that the goods should have been deliv- 
ered and that on the day of actual delivery. But it is apparent 
that this rule is not applicable where the consignee does not 
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expect or intend to sell upon delivery, but intends to store for 

better prices; for the delay in such cases could not have had 

the effect of keeping him off the market with the cotton.” 
Freight—Liability of Consignee for 

Pennsylvania.—Question: A flour and feed merchant pur. 
chased a carload of cotton meal from a jobber and noted on 
the order that freight charges were to be prepaid. That term 
of the contract was also understood in verbal conversation at 
time order was placed and accepted. The jobber with whom 
the order was placed turned the contract over to another jobber 
and the car was shipped from a southern mill, with freight 
charges collect at destination. When the car arrived at des- 
tination and the consignee, or purchaser, was notified, inquiry 
was made regarding the freight charges, and it was learned 
by consignee that they were collect. The purchaser notified 
the jobber with whom the order was first placed that he, the 
purchaser would not lift bank draft (order-notify consignment) : 
until a check came to him for the freight charges, then as 
rendered by delivering carrier. The jobber sent the check for 
the amount then known as the total freight charges and the 
purchaser deposited check in bank and paid draft and freight 
charges by own check. A year later the carrier presented 
freight bill for additional charges, which represented an amount 
left off of the road billing by first rebilling agent en route. The 
amount is such that it injures purchaser, who sold the goods 
on a close margin. 

Wisconsin Supreme Court recently handed out decision on 
similar case in Waters vs. Pfister & Vogel Leather Company, 
186 N. W. 173. We understand that the decision in that case 
made the final consignee responsible for all charges. 

It is the writer’s understanding that in the case of ship- 
ment referred to on sheet No. 1 that if the car was consigned 
to order of shipper-notify, the consignee (or purchaser), that 
the consignee is not liable, but that assignor is. But in this 
circumstance the assignor is bankrupt and the original consignee 
has sold out the business to another. 

Will you kindly tell me if the carriers can get their money 
and who is to pay? Do you think that the carriers would win 
a suit against the party who bought out the interests of pur- 
chaser, or consignee? 

Answer: While the consignor, as the party who entered 
into the contract of shipment with the carrier is primarily liable 
for the payment of the freight charges, the consignee, in the 
instant case the order-notify party, by acceptance of the goods, 
also becomes liable for the full amount of the freight charges. 
See W. & A. R. Co. vs. Underwood, 281 Fed. 891 (Union Pacific 
vs. American Smelting Co., 202 Fed. cited); Great Northern 
R, R. vs. Pfister & Vogel, 186 N. W. 173 (Wis.); American 
Railway Express Co. vs. Heilburn, 198 N. Y. S. 801; P. C. C. 
& St. L. vs. Alvin J. Fink, 250 U. S. 577, and York & Whitney 
Co. vs. New York Cenral & Hudson River R. R. Co., 256 U.S. 
406, 41 Sup. Ct. 509, 65 L. Ed. 1016. 

Whether or not the party which bought out the interests 
of the order-notify party or consignee of the goods in question is 
liable for the undercharge is dependent upon a number of fac- 
tors, such as whether there was a reorganization or a consolida- 
tion of the two companies, etc., factors upon which the liability 
of a succeeding company for the debts of a prior organization 
depends. 

Shipper’s Load and Count 


South Carolina.—Question: Kindly give us your opinion in 
the following case. and also cite any court rulings that you 
may know of: 

A shipment of five cases of horse collars was made to us 
from station X. Bill of lading marked “shipper’s load and 
count.” Upon arrival of shipment at destination one case 
checked short, and we filed claim for the loss. The railroad 
company against whom claim was filed has declined settlement, 
their letter reading as follows: 

“Our investigation has been completed and clearly indi 
cates that this shipment, which was shipper’s load and count, 
moving under the protection of shipper’s seals, checking short 
one sack of collars at first ‘junction point under shipper’s seals, 
liability rests entirely with shipper.” 

The statement on page 159 of the bills of lading act (the 
interstate commerce act) that “when goods are loaded by 4 
shipper,” etc., would tend to support the railroad’s contention, 
at any rate, this is the provision upon which they are evidently 
basing their right of declining the claim; but we are in no Way 
responsible for the fact that the shipper handled this shipment 
under shipper’s load and count arrangement, and it seems to 
us to be a matter between the railroad and the shipper, and 
that our claim should be paid, as it seems to us that the shipper 
in this case was really acting as an agent for the railroad com 
pany. It is evident that this is a case of a trap car being loaded 
to a junction point for break-bulk, and that the railroad derived 
as much benefit from this arrangement as the shipper. 

Answer: We know of no case which deals with a carrier's 
liability under a “shipper’s load and count” notation sO far 
as less-than-carload shipments moving in trap cars are Col 
cerned. However as shipments of this nature result in a mutual 
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benefit to the shipper and carrier, we see no reason why the 
same rule which governs carload shipments should not apply 
to less than carload shipments moving in trap cars under ship- 
per’s seals. 

Sale of Refused or Unclaimed Goods 

Minnesota—Question: Please refer to your answer to 
“Illinois” on page 623 of the September 15 Traffic World re- 
lative to the sale of refused or unclaimed freight. 

We have always thought that when the consignee paid for 
the merchandise and the bill of lading was turned over to him 
he became owner of said merchandise and that all orders for 
disposition would have to come from him and that the railroad 
company would be liable for conversion if they accepted dis- 
position from the consignor, who does not hold the bill of lading. 
Kindly advise us relative to this matter. 

Answer: While there is a presumption that, where goods 
are shipped on a straight bill of lading, the title to the goods 
has passed to the consignee thereof, this presumption is not a 
conclusive one, and, where the goods are not claimed, the carrier 
may, we believe, properly assume that title has not passed and 
that the ownership of the goods is still in the consignor, re- 
gardless of the fact that the purchase price has been paid by 
the buyer, as to which matter the carrier necessarily has no 
knowledge. 

However, regardless of the question as to where title to 
the goods rests, the carrier may, providing that it has sold the 
goods in accordance with the law hold the consignor, as the 
party with whom the contract of shipment was entered into, 
liable for any balance due on its lawful freight charges, which 
balance remains unpaid after applying to the payment of the 
charges, the amount received from the sale of the goods. 
Undercharges—Limitations Governing Suits for Collection of By 

Director-General R 

New York.—Question: Referring specifically to your an- 
swer to “Pennsylvania” on page 94 of The Traffic World of 
January 13, kindly advise if any United States court ever passed 
on this question and also if you know if the Director-General 
has as yet brought the matter to the attention of the Supreme 
Court. 

Answer: As to shipments which moved during the period 
of federal control, it has been held in a recent decision of the 
United States Circuit Court of Appeals for the Eighth Circuit, 
in the case of James C. Davis, Director-General of Railroads, 
agent, vs. E. I. du Pont de Nemours & Co., that paragraph 3, 
section 16, of the act requiring the filing of suits by carriers 
for the collection of their charges, does not apply to suits 
brought by the Directcr-General of Railroads. 

The case referred to above is now before the Supreme 
Court of the United States on appeal. 

Damages—Measure of for Destruction of Goods by Carrier 

Tennessee.—Question: Please let us know what is your 
opinion as to the carrier’s liability in the following case: 

A machine is shipped from B to G. Upon arrival at G the 
machine is an absolute wreck, is beyond repair, and is rejected 
by consignee. The list price of the machine was $1,640, but 
the manufacturer, in order to get his machine introduced to 
this concern and in the expectation of placing additional ma- 
chines from its operation, made a reduction from the list of 
$247--invoicing the machine at $1,393. 

Another machine of the same size could not be obtained 
from the manufacturer without a very considerable delay, as 
it would have had to be built from the ground up, but the 
manufacturer did have a machine of a larger size, the list 
price of which was $1,887, and agreed to replace the wrecked 
machine with the larger size at the same reduction, invoicing 
it at $1,640, the list price of the wrecked machine, which pro- 
posal the consignee accepted in order to prevent additional 
losses from deferred operation. 


The machine originally purchased at a net price of $1,393 
was ample for consignee’s requirements, and had a machine 
of that size been available without delay, it would have been 
so replaced, the only difference in the machines being the 
smaller machine cuts to 66 inches, while the larger cuts to 
90 inches. The consignee’s requirements do not exceed 65 
inches. 

The purchase of the larger machine at an advance cost 
of $247 was caused by and made imperative by the negligence 
of the carrier, and it would seem that it was a loss proximately 
flowing from the negligent act or acts of the carrier in destroy- 
ing the original machine and that the carrier would or should 
be liable for it, and that the full measure of the damage is $1,640. 

The carrier contends that “we can offer you in full settle- 
ment of this claim $1,393. We cannot make you any offer in 
excess of this amount, as we are only interested in the claim on 
the original shipment.” 

Answer: The usval measure of damages for the loss or de- 
struction of goods by a carrier is the market value, if there is 
one, at the point of destination,.in the absence of which the in- 
trinsic value or the fair and reasonable value of the goods at 
that point is the basis of recovery. 

Special damages, to which those asked for in the present 
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case may in a sense be likened, are recoverable only when 
notice is given to the carrier at the time of the delivery of 
the goods to the carrier of the peculiar circumstances from 
which special damages may arise. In the absence of such notice 
only such damages as may be considered to have been within 
the contemplation of the parties at the time the contract of 
shipment was entered into may be recovered. 

While ordinarily the amount which the consignee must pay 
at a later date to replace the lost or destroyed shipment, is 
not the basis upon which a claim may be founded, it is possible 
that under the peculiar circumstances of the instant case the 
court might find that $1,640 was the intrinsic or fair and rea- 
sonable value of the machine destroyed, in view of the fact 
that, owing to the peculiar circumstances of the case, that 
amount represents the value of the shipment to the consignee 
and was, in fact, the amount of his loss. 

We can locate no case which deals with facts similar to 
those in the instant case. In this connection, however, see 
Schaff vs. Farmer & Son, 243 S. W. 622, and Woonsocket Ma. 
chine & Press Co. vs. N. Y. N. H. & H. Co., 131 N. E. 461. 
Liability of Carrier for Delivery of Goods to Order-Notify Party 

Where Such Party Forges the Name of Shipper to Bill of 

Lading Sent by Mistake to Oder-Notify Party 

Louisiana.—Question: Will you please let us have the ben- 
efit of your opinion on the following point: 

An order-notify shipment was made to a point in Alabama. 
The bill of lading—unendorsed—was mailed to consignee in 
error instead of being endorsed and attached t6 the draft. Con- 
signee endorsed the bill of lading in our name without authority 
and railroad company delivered the shipment. On discovery of 
error we made demand on consignee for return of bill of lading, 
but consignee, not being able to produce same, demand was 
made on consignee for payment in full of invoice. Partial pay- 
ment was made. Can the railroad company be held for balance 
on account of delivery of order-notify shipment on forged en- 
dorsement? Or, if partial payment had not been made, could 
the railroad company be held for delivery of shipment on forged 
endorsement? Please cite authorities, if possible. 

Answer: We do not locate a decision of the court passing 
upon the question of whether or not a carrier is liable for the 
delivery of an order-notify shipment on a forged endorsement 
where the unendorsed bill of lading has been forwarded in error 
by the shipper to the notify party. However, section 9 of the 
bills of lading act provides that “a carrier is justified* * * in 
delivering goods to one who is * * * 

“(c) A person in possession of an order bill of lading for 
the goods, by the terms of which goods are deliverable to his 
order, or which has been endorsed to him, or in blank by the 
consignee, or by the mediate or intermediate endorsee of the 
consignee.” Section 10 provides that the carrier is liable for 
mis-delivery if “prior to such delivery he * * * 

“(a) Had been requested, by or on behalf of a person hav- 
ing the right of property or possession in the goods, not to 
make such delivery; or 

“(b) Had information at the time of the delivery that it 
was to a person not lawfully entitled to the possession of the 
goods.” 

Under the above provisions of the bills of lading act and 
owing to the fact that the shippers, by his action in forwarding 
an unindorsed bill of lading to the notify party has clothed 
that party with the apparent right to demand the goods, it 
would seem to us that the carrier should not be liable to the 
shipper for the value of the goods. 


Actions for Loss of or Injury to Goods—Proper Parties Plaintiff 

North Carolina.—Question: Kindly let us have your opit- 
ion as to whether or not party for whom drop shipments are 
made by us, using the inclosed form bill of lading, would result 
in any trouble to them in their attempting to collect on 1083 
and damage claims accruing on any of our shipments. 

We inclose copy of bill of lading which we use for all drop 
shipments and you will note at top name of firm for whom 
shipment is being made, the consignee, his address and des- 
tination and at bottom of bill of lading the name of our com- 
pany printed as shipper. 

We have been using this form of bill of lading for some 
time, and one of our customers has brought up the question 
and insists that his name should appear at bottom of bill of 
lading as the party from whom the shipment is received for 
court decision or decision of the Commission has been made 
affecting the status of right of our customer to collect for loss 
and damage claim. 

Answer: We are unable to locate any cases which spé 
cifically determine the question as to whether or not the party 
occupying the status your customer does by reason of the mat- 
ner in which bills of lading are made out by you, can maintain 
a suit in court for loss of or damage to shipments covered by 
bills of lading issued in the manner indicated by you. How- 
ever, as we see it, your company by signing the bills of lading 
as shipper is merely acting as the agent of the party shown in 
the bill of lading as the party from whom the shipment is re 
ceived by the carrier. If the party specified in the bill of 
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lading as the party from whom the shipment is received for 
transportation signs the bill of lading in his own name as ship- 
per, it is clear that that party is the party entitled to sue for 
any loss or injury to the shipment, the court in general holding 
that the party who enters into the contract of shipment, irre- 
spective of the question of ownership of the goods, is a proper 
party complainant in a suit for loss of or damage thereto. 
Likewise, this party, even though he did not sign the bill of 
lading as the shipper, would be entitled to maintain a suit 
in court. This for the reason that under the law the signature 
of a shipper to the bill of lading is not necessary to the legality 
of the instrument as a contract of shipment. 

Therefore, reasoning from this, it seems to us that the 
party who is shown on the bill of lading as the party from 
whom the goods are received for shipment may properly be 
considered the principal in the event that a different party 
signed the bill of lading as shipper, the latter party occupying 
the relation of agent for the principal. If this is true, there 
does not seem to be any doubt of the right of your customers, 
for whom the shipments are made by you, to maintain a suit 
in court for loss of or damage to such shipments, even though 
your company signs the bill of lading as shipper to the extent, 
at least, that decisions of the court of the state in which suit 
is brought hold that the consignor, as the contracting party, 
may sue, regardless of his ownership of the goods. 


LIVESTOCK LOADING CHARGES 


Another argument on the question of charges for the load- 
ing and unloading of livestock at the Chicago stockyards was 
had, before Commissioners Aitchison, Esch and Campbell, Octo- 
ber 4, in I. and S. No. 1851, with Robert M. Shaw appearing for 
the stock yards company, and Kenneth F. Burgess for the rail- 
roads. The latter pressed a motion to have the tariff of the 
Union Stock Yard & Transit Company stricken from the files, 
because, as he contended, it created an unlawful tariff situation. 
The tariff proposes to increase the charge, to be paid by the 
line-haul carriers for the unloading of animals from double 
deck cars, from one to two dollars per car. The tariffs of the 
line-haul carriers say the charge will be only half that amount. 

According to Mr. Burgess, if the tariff is allowed to become 
effective, it will require the line-haul carriers to pay to the 
stock yards company a greater sum than is specified in their 
tariffs. Inasmuch as the stock yards company is a shipper, such 
payment, he contends, will be a violation of the Elkins anti- 
rebate law. If the extra dollar is exacted from the shipper 
of the animals, then the line-haul carriers will be violating the 
transportation law which makes it the duty of the carrier 
to load and unload livestock. . 

Mr. Shaw said, that, for the purposes of this case, he did not 
care what the Commission did with the tariffs. He said that 
inasmuch as the stock yards railroads had been leased to the 
New York Central, the stock yards company had no interest 
such as it had when it was also operating a railroad. 


Divergence as marked as that existing between the north 
and south poles of the earth was shown on the question of the 
cost to the stock yards company of performing the service. Mr. 
Burgess claimed the stock yards company had not justified the 
proposed 100 per cent increase, as was its duty. He ridiculed the 
claim of the stock yards company that the cost to it of unloading 
cars was $2.33%4 per car and said that that claim was based 
upon testimony put into a case in 1921 when the unloading 
charge, by agreement, was increased to $1 per car. He said that 
was an uncontested case, that no one cross-examined the witnesses 
who had made such a claim and suggested that the willingness 
of the stock yard company to take $1 rather tended to show that 
it did not attach much importance to a showing that the cost 
at Chicago was more than double the amount of the compensa- 
tion the company was willing to take. 


That exhibit, Mr. Burgess claimed, was not worthy of cre- 
dence at all because it showed a labor cost of unloading 1,200 
per cent of that shown by another method which he said the 
stock yard company had used in a case before the secretary of 
agriculture in which the question was as to the rate for yardage 
the yard company might charge. He said that different methods 
of distributing overhead and the subsidiary item of general ex- 
penses were used by the stock yards company in the two cases 
and the results were so different there should be no reliance 
upon the figures. He said he would rather rely on the figure of 
a labor cost of only seven cents for the time actually used in the 
a of cars, than the figure of about a dollar shown in the 
ex . 

That inflation, Mr. Burgess said, was undoubtedly due to 
the placing of all the idle time of stock yards employees upon 
the cost of loading and unloading cars. The exhibit showed, he 
said, that it took a crew of two stockyards men one hour to un- 
load a car. That, he said, was ridiculous and could only be 
obtained by charging all the idle time of the stock yards em- 
ployees to the loading and unloading work done by them. He 
said that loading and unloading was really only an ancillary 
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service the main service being that of yarding cattle for the 
market at Chicago. 

In his argument, Mr. Shaw said, while he did not care what 
the Commission did with the motion to strike the tariff, he 
wanted to impress upon the Commission that the stock yards 
company could not be required to perform any service for less 
than cost and a profit. In this instance, he said, the respondent 
was not asking for a profit or even all its cost. Therefore, he 
said, there really was no issue before the Commission. He said 
that the line-haul carriers had the opportunity to cross examine 
on the cost study put in in the earlier case and introduced into 
this case because the stock yards company had its men at the 
hearing in the earlier case and had suggested that they be 
called by the railroads. 


INTERSTATE RAILROAD STOCK 


The Trafic World Washington Bureay 


The Interstate Railroad has been authorized by the Com- 
mission to issue $471,000 of capital stock and to sell it for cash 
at not less than par. The carrier asked for authority to issue 
$1,034,006.58 of its capital stock in respect of the following items: 
(a) Acquisition of right of way, $4,130; (b) construction, com- - 
pletion, extension or improvement of facilities, $207,500; (c) 


. discharge or refunding of existing obligations, $375,000; (d) 


refundment of installments of equipment-trust bonds paid, 
$263,000; (e) for additions and betterments, $184,376.58. 

The report said the applicant’s authorized capital stock was 
$15,000,000 of which $7,704,700 was outstanding on June 5, 1923, 
and that the proposed stock was to be issued for cash, at par, 
to the Virginia Coal & Iron Company which owns all the stock 
excepting six shares qualifying directors. The Commission said 
the genral balance sheet of the applicant as of January 1, 1923, 
showed the total investment in road and equipment to be $7,819, 
183.20, that the accrued depreciation was $472,921.58, which, de- 
ducted from the total investment, left $7,346,261.62. 

“Inasmuch as the issue of the full amount of capital stock 
for which authority is sought,” the Commission said, “would 
result in an excess of stock over the total investment in road 
and equipment, and as it further appears that the applicant’s 
requirements for the current year are only $75,000, our authority 
herein will substantially cover items (a), (b), and (e), and 
$75,000 of item (c), or a total of $471,006.58. 3. = Om 
authority will be granted on condition that none of the proceeds 
of the stock shall be disbursed as dividends.” 

Commissioner Potter, concurring, said he concurred because 
the applicant, whose representative had seen the proposed re- 
port, had announced that it was satisfactory to the applicant, 
but that he did not understand that the report decided no 
greater amount of stock could be issued. If it were so con- 
strued, he said, he would dissent because he was not convinced 
that the issuance of the entire amount of stock might not be 
properly permitted. 


THE BALE AS AN EXPORT PACKAGE 


“The use of bales as export containers is not a new prac 
tice, but the possibilities for their much wider adoption have not 
been fully grasped by exporters,’ says J. F. Keeley, assistant 
chief of the transportation division of the Department of Com- 
merce, in a statement which follows in part: 


Those export managers whe watch their packing costs, inland 
and ocean freight charges, as well as marine-insurance rates, do 
not overlook the advantage of baling; nevertheless, not all of 
them realize how many commodities there are which readily 
lend themselves to this method of packing. In the case 0 
countries, such as Venezuela, where import duties are based 
on the gross weight of the packages, the foreign customers 
usually instruct that whenever possible bales be substituted for 
the heavier boxes or crates. ? 

It required the Great War and the resulting high freight 
rates and lack of ocean tonnage to bring the bale to the atten- 
tion of exporters as a strong competitor and a worthy substitute 
for boxes and crates in oversea shipment of numerous commod- 
ities which formerly it was thought impossible to forward 
in anything but heavy wood containers. Since the war exporters 
have been using the bale for an ever increasing number and 
variety of articles, the idea being that practically anything 
within reason can be baled if proper thought is given to con- 
struction. : 

The bale has many advantages over wooden containers, which 
are not apparent upon superficial consideration. It the first place, 
packing costs are reduced. The War Department has estimated 
that a saving of 82 per cent was made in the use of bales 4s 
compared with the heavier wood containers in the shipment 0 
oversea supplies. A reduction of 97 per cent was made in the 
tare, so that freight charges from inland points of origin to the 
ports were substantially reduced on the large volume of traffic 
moved. At the beginning of the war all goods were packed in 
cases, and the Quartermaster Corps Manual allowed, for example, 
40 pounds of case to 48 overcoats. From 1917 on, it was next to 
impossible to obtain the proper kinds of lumber for cases, “— 
the result that the poorer quality produced cases weighing 9 
pounds instead of 40. On the basis of these figures, the sub, 
stitution of bales effected a saving of 45 per cent in costs 0 
transportation. t 

Ocean freight costs, based usually on cubic measuremen 
were brought to a minimum by the compression made possible 
in baling such commodities as clothing and blankets, and = 
cargo space occupied was thus reduced approximately 70 per cent. 
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As a rule, marine insurance underwriters quote lower pilfer- 
age and damage rates on certain commodities when properly 
baled than when packed in wooden containers, contending that a 
better package is secured and that the goods stand a better 
chance of reaching their destination in good conditon. 


REPLIES TO TUOHY’S CHARGES 


The Chicago, Peoria & St. Louis Railroad Company and 
Bluford Wilson and William Cotter, receivers, in a reply filed 
with the Commission to the petition of Herbert A. Tuohy, rep- 
resenting protestants against the abandonment of the C, P. & 
St. L., for reopening of the case (see Traffic World, Sept. 29, 
p. 772), averred that “each and every one of the averments 
made in said petition for rehearing is false; that no facts are 
therein stated upon which to base the conclusions therein 
averred; that said petition is not supported by the affidavit 
of the petitioner or any one on its behalf; that by reason of 
the facts hereinafter set out, applicants are of the opinion that 
said petition for a rehearing was not filed in good faith, but 
solely for the purpose of deterring prospective purchasers from 
bidding at the sale of said railroad and property now fixed to be 
held on the 8th day of November, 1923, pursuant to decree of 
— entered in the circuit court of Sangamon county, 
I \ | if - ie 

It was averred in the reply that Mr. Tuohy and others had 
had full opportunity to submit evidence in opposition to aban- 
donment of the railroad and that at the hearing on the applica- 
tion at Springfield, Ill., February 6, 1923, neither Mr. Tuohy, 
appearing for the committee of county representatives, nor 
anyone else, “represented, suggested or even intimated that the 
testimony presented on behalf of these applicants was untrue, 
unreliable or in any way constituted a misstatement of facts.” 

The averments made by Mr. Tuohy in his petition, the re- 
ceivers asserted in their reply, “amounts to a charge of per- 
jury; that a petition based upon such averment should not be 
considered until such averment is supported by the affidavit of 
some responsible person, together with a verified statement of 
facts sufficient te convince the Commission that there is prob- 
able cause that perjury was committed, and an injustice done.” 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September 22 totaled 
1,060,436 cars, as compared with 1,060,580 cars the preceding 
week, according to the weekly report of the car service division 
of the American Railway Association. Taking into account the 
suspension of work in the anthracite fields, the loading for the 
week remained at a peak level. 


The loading by districts the week ended September 22 and 
the corresponding week of 1922 follows: 


Eastern district: Grain and grain products, 7,948 and 7,786; live 
stock, 3,437 and 3,322; coal, 41,820 and 57,253; coke, 3,659 and 1,599; 
forest products, 5,824 and 6,001; ore, 8,002 and 4,845; merchandise, L. 
C. L., 68,751 and 65,051; miscellaneous, 100,031 and 94,175; total, 1923, 
239,472; 1922, 240,032; 1921, 211,709. 

Allegheny district: Grain and grain products, 2,921 and 3,053; 
live stock, 3,120 and 3,341; coal, 50,547 and 56,054; coke, 6,217 and 4,116; 
forest products, 3,421 and 3,466: ore, 14,052 and 9,359; merchandise, L. 
C. L., 51,490 and 50,540; miscellaneous, 88,421 and 78,465; total, 1923, 
220,189; 1922, 208,394; 1921, 170,093. 

Pocahontas district: Grain and grain products, 284 and 250; live 
stock, 401 and 376; coal, 28,230 and 16.263; coke, 492 and 192; forest 
products, 1,822 and 1,382; ore, 107 and 35; merchandise, L. C. L., 6,759 
and 5,039; miscellaneous, 5,362 and 3,270; total, 1923, 43,457; 1922, 


26,807; 1921, 32,804. 

Southern district: Grain and grain products, 3,738 and 3,287; live 
stock, 2,641 and 2,571; coal, 24,953 and 19,334; coke, 969 and 789; forest 
products, 23,846 and 17,419; ore, 1,776 and 1,122; merchandise, L. C. 
L., 40.568 and 36,918; miscellaneous, 43,168 and 39,326; total, 1923, 141,- 
659; 1922, 120,766; 1921, 123,815. 

Northwestern district: Grain and grain products, 16,171 and 19,219; 
live stock, 11,203 and 9,120; coal. 10,724 and 9,195; coke, 1,521 and 1,412; 
forest products, 18,730 and 15,945; ore, 48,141 and 32,433; merchandise, 
L. C. L., 31,240 and 28,796; miscellaneous, 42,386 and 34,193; total, 
1923, 180,116; 1922, 150,313; 1921, 130,587. 

Central Western district: Grain and grain products, 13,365 and 

14,151; live stock, 16,774 and 14,745; coal, 20,431 and 21,806; coke, 320 
and 411; forest products, 11,721 and 8,510; ore, 2,831 and 2,194; mer- 
chandise, L. C. L., 35,875 and 34,210; miscellaneous, 63,468 and 59,153; 
total, 1923, 164,785; 1922, 155,180; 1921, 137,235. 
_ Southwestern district: Grain and grain products, 4,479 and 4,007; 
live stock, 4,175 and 3,349; coal, 5,819 and 7,299: coke, 161 and 132; 
forest products, 8,265 and 5,558; ore, 618 and 457; merchandise, L. C. 
L., 15,686 and 13,085; miscellaneous, 31,555 and 25,759; total, 1923, 
70,758; 1922, 59,646; 1921, 67,398. 

Total, all roads: Grain and grain products, 48,906 and 51,753: live 
stock, 41,751 and 36,824: coal, 182.524 and 187,204: coke, 13.339 and 
8,651; forest products, 73,629 and 58,281; ore, 75,527 and 50,445; mer- 
chandise, L. C. L., 250,369 and 233.639; miscellaneous, 374,391 and 334,- 
341; total, 1923, 1,060,436; 1922, 961,138; 1921, 873,641. 


ABANDONMENT APPLICATIONS 


The Trafic World Washington Bureau 

Clarence L. Grant, receiver of the Cape Girardeau Northern 
Railway Company, has applied to the Commission for authority 
to suspend steam railway operation of that. part of the line 
between Cape Girardeau and Jackson, Mo. The receiver said 
he had only one locomotive available for service between the 
points named and was without funds to keep up the line for 
the movement of heavy traffic. Since May, 1921, the receiver 
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said, the line has maintained gasoline motor car service be. 
tween the two points for the transportation of both passengers 
and less-than-carload freight, and that this service would be 
continued. 

T. H. Beacom, receiver of the Denver & Rio Grande West. 
ern, has applied to the Commission for authority to abandon 
the Blue River and Calumet branches of the system. The Blue 
River branch is a narrow-gauge line extending from a point at 
or near Leadville, Colo., to Dillon, Colo., approximately 35 miles 
long. It was built in 1880-82 to serve mining industries ad. 
jacent thereto. The receiver said it was practically paralleled 
by the narrow-gauge line of the Colorado & Southern and that, 
as a result of the exhaustion of ore bodies and the discontinu- 
ance of mining” operations adjacent to the branch, its operation 
was conducted at a heavy loss for many years prior to 1911, 
when operation was discontinued, and has since never been 
resumed. The receiver desires to salvage the material in the 
road. 

The Calumet branch is a narrow-gauge line extending from 
Hecla Junction to Calumet, Colo., a distance of approximately 
7 miles. The line was constructed in 1881 to serve iron mines 
in the vicinity of Calumet. The receiver said that in 1897 a 
severe washout destroyed a considerable part of the line and 
that, as the iron mines had been abandoned, the track was 
never rebuilt. Other washouts have occurred since and de 
stroyed additional trackage, he said. A considerable portion of 
the rail laid in the track has been carried away or stolen, but 
approximately 5% miles thereof could be reclaimed, the re 
ceiver said. The receiver asked permission to abandon the line 
and salvage the material left. 


GRAIN HANDLING CHARGES 
The Trafic World Washington Bureau 


In another of a series of reports on the grain trade, the 
Federal Trade Commission said the cost of handling grain could 
be and should be reduced. The trade commission suggested a 
reduction in freight rates as one of the means for reducing 
the cost. The report was submitted to the President and 
Congress and dealt with the expenses and profits of country 
grain elevators, terminal elevators, and the margins in handling 
grain between the producer and the grain consumer. In a pre- 
vious report the trade commission recommended the operation of 
public terminal elevators by railroad companies as an adjunct 
to the transportation service. The Trade Commission sum 
marized its report in part as follows: 


For handling wheat in 1919-1920, the spread between pro- 
ducer and amines of grain averaged 33.20 cents per bushel. 
Of this amount 14.31 cents per bushel went for transportation 
charges and 18.89 cents per bushel went to the middlemen. For 
the period 1912-1917, the spread on wheat averaged 24.71 cents 
per bushel. Of this 11.08 cents went for transportation charges 
and 13.63 cents per bushel went to the middlemen. 

For handling corn in 1919-1920, the spread between producer 
and consumer of grain averaged 17.80 cents. Of this amount 
13.47 cents per bushel went for transportation charges and 4,33 
cents per bushel for middlemen’s charges. For the period 1912- 
1917, the spread on corn averaged 17.22 cents. Of this amount 
9.24 cents per bushel went for transportation charges and 7.98 
cents per bushel for middlemen’s charges. 

For handling oats in 1919-1920, the spread between producer 
and consumer of grain averaged 17.14 cents. Of this amount 9.22 
cents went for transportation charges and 7.92 cents for middle- 
men’s charges. For the period 1912-1917, the spread on oats 
averaged 14.38 cents. Of this amount 6.57 cents per bushel 
went for transportation charges and 7.81 cents per bushel went 
for middlemen’s charges. 

As to the size of the spreads of terminal elevators, a8 
well as country middlemen and of those for transportation, 
the report suggests that a reduction at all points is desirable. 
The country elevator spread, it is stated, could be narrowed 
wider and more universal development of the patronage dividen 
or truly cooperative principle by country elevators. taal 

Some direct saving to the producer in the spread of termina 
middlemen might be obtained through the development of cooper- 
ative commission houses and cooperative terminal elevators PI0- 
vided a sufficient volume of business is assured them, volume 
being a highly essential factor in practically all branches of = 
grain trade, if any decrease in the spread is to be oer 
It also seems reasonable in view of the number of handlings : 
which grain is subjected that cooperation in the terminal marke 
branches of the grain trade should effect savings, both in be 
number of middlemen handlings and in the transportation ror 
through shipping grain to its ultimate destination by the shortes 
routes and most direct channels. 


TO IMPROVE THREE RIVERS’ HARBOR 


The Canadian government will spend one million dollars for 
the improvement of the harbor at Three Rivers, Quebet, = 
cluding the extension of the wharves and their equipment W 
the most modern loading and unloading machinery. The mat 
agement of the Canadian National Railway plans to build 4 
branch connecting the main line between Montreal and Quebet 
with Three Rivers. 


PROPOSED INDIANA BRANCH 
The Evansville, Indianapolis & Terre Haute Railway pe 
pany has applied to the Commission for authority to yore 
an extension in Gibson and Pike counties, Indiana, 6 miles 1” 
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for the developmentof an extensive field of commercially valuable 
strip-mine territory estimated to contain from 160,000,000 to 240,- 
000,000 tons of high-grade bituminous coal. 

The application was regarded as placing before the Com- 
mission an issue similar to that in the Virginian case, in which 
permission to construct a short extension to open additional coal 
mines was denied, one of the reasons for such denial having been 
overproduction of bituminous coal. 


TELEPHONE COMPANY REVENUES 


Operating income of large telephone companies totaled 
$8,656,055 in July, a decrease of 9.4 per cent, as compared with 
July, 1922, while for the seven months ended with July the 
income was $80,174,065, an increase of 11.9 per cent over the 
same period of 1922, according to statistics prepared from com- 
pany reports by the bureau of statistics of the Commission. 

Operating revenues in July totaled $52,750,897, an increase 
of 7.5 per cent over July, 1922, while expenses totaled $39,735,- 
354, an increase of 11.5 per cent over July, 1922. 

For the seven months revenues totaled $372,033,977, an 
increase of 10.5 per cent over the 1922 period, and expenses 
totaled $260,523,004, an increase of 9.5 per cent over the 1922 
period. 


CHART SHOWS RAILROAD FINANCES 


A chart published by the Buckeye Steel Castings Company, 
and sent out to a large number of industries, sets forth the rela- 
tions between prices and values since normal years for various 
commodities and groups of commodities. Commenting on the 
depressed showing of the carriers as regards their earnings, an 
explanation of the chart says: — 


The transportation group, constituting one of our largest and 
most potent economic factors, and which has been regulated and 
restricted by legislation and by administrative agencies of govern- 
ment, shows that it has not obtained reasonable returns over a 
series of many years; therefore, the country has been deprived at 
times of adequate transportation facilities, and industry and labor 
of full employment, to the serious disadvantage of all interests. 

If the transportation interest does not earn fairly it can not pur- 
chase normally nor develop adequately. 


No other group is subject to such restriction and regulation of 
government. 


A portion of the farm group is suffering from lack of a market, 
or over-production, and until this condition is corrected through 
the operation of natural forces,-or the law of supply and demand, 
this group must necessarily have a reduced purchasing power. The 
general welfare will be affected accordingly. 

The chart discloses that those things which the transportation and 
farm interests must purchase are abnormally high in price. This con- 
dition must have the ultimate effect of reducing consumption of 


many commodities and necessarily result in reduced employment of 
capital and labor. 


D. T. & 1. EARNINGS 


Henry Ford’s Detroit, Toledo & Ironton reported to the 
Commission a net railway operating income for August of 
$229,835, which was an increase of $530,239 over August last 
year, when there was a deficit. Operating revenues for the 
month totaled $957,597, an increase of $237,889 over August 
last year. Operating expenses amounted to $560,504, a decrease 
of $300,695, as compared with August last year. Of the de- 
crease in expenses $274,512 was in maintenance expenses. 

For the eight months ended with August the net operating 
income was $1,295,723, an increase of $905,976 over the same 
period of 1922. Operating revenues totaled $6,919,700, an in- 
crease of $898,090 over the 1922 period, while expenses totaled 
$4,436,628, a decrease of $234,132, as compared with the 1922 
period. Maintenance expenses showed a reduction of $484,583, 
as compared with the 1922 period. 


PIPE LINE STATISTICS 


In a statement containing selected financial and operating 
data for the calendar year 1922, of 36 carriers by pipe line the 
bureau of statistics of the Commission said there were 57,- 
348.93 miles of line operated; $382,279,598 investment in pipe 
lines; $264,343,603 in other investments; $128,058,803 in pipe 
line operating revenues; $64,539,459 in pipe line operating ex- 
penses; $52,719,665 in pipe line operating income and net in- 
come $58,567,686. Dividends declared totaled $57,120,732. 


PETITIONS FOR REHEARING, ETC. 


The Union Lumber Company, intervener, has asked the 
Commission for reargument and reconsideration of No. 13786, 
Hammond Lumber Company et al. vs. A. T. & S. F. Ry., and 
of I. and S. No. 1545, lumber rates from San Francisco Bay 
points, stating, among other things, that the Commission’s fail- 
ure to direct the establishment of proportional rates from Fort 
Bragg, Calif., deprives them of an opportunity of purchasing 
lumber and shipping the same through Fort Bragg in compe- 
tition with other ports within the coast group enjoying pro- 
portional rates. 

The respondents in I. and S. No. 1802, Cancellation of rule 
for constructing combination rates on lumber between southern 
points and Ohio and Mississippi River crossings, have asked the 
Commission for reargument, rehearing and modification thereof. 
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The respondents in I. and S. No. 1824, class rates from and 
to points on the Maryland-Delaware peninsula, have asked the 
Commission to modify its decision therein so as to find that 
the proposed changes with respect to the class rates applying 
from Baltimore to destinations on the Maryland-Delaware penin- 
sula are justified. 


N. P. BRANCH ABANDONMENT 


The Northern Pacific has applied to the Commission for au- 
thority to abandon its Marysville branch from Clough Junction 
to Marysville, Mont, a distance of 12.57 miles. The company 
said the line was built to serve mines most of which have been 
exhausted or abandoned and that continued operation of the 
branch was an unnecessary financial burden on it. 

The company also asked authority to abandon its Red Moun- 
tain branch from Helena to Rimini, Mont., a distance of 15.76 
miles, for the same reasons as those given for the Marysville 
branch. 


CHICAGO & NORTH WESTERN BONDS 


The Chicago & North Western has applied to the Commis- 
sion for authority to have authenticated and delivered $7,837,000 
of first and refunding gold mortgage bonds for the purpose of 
reimbursing its treasury for money expended in permanent m- 
provements, additions and betterments, etc., and also to deliver 
$1,440,000 of the same kind of bonds for the purpose of purchas- 
ing, paying and retiring an equal amount of Boyer Valley Rail- 
way Company first mortgage bonds. The bonds will bear 5 per 
cent interest. 


BOARD LEASES DRYDOCKS 


Chairman Farley of the Shipping Board announced October 


2 that the board had leased several of its floating drydocks, as 
follows: 


A 10,000-ton, five-section wooden drydock,- now at Weehawken, 
N. J., has been leased to the Todd Drydock & Shipbuilding Company 
of New York. 

Another drydock of the same type has been leased to the Sun 
Shipbuilding & Drydock Company of Chester, Pa. This dock is now 
at Mill Basin, Jamaica Bay, and will be towed by the Sun Company 
to Philadelphia. 

A third dock of this type, now at Newport, R. I., has been leased 
to the Alderton Dock Yards, Ltd., of Brooklyn. 


Negotiations are pending for the lease of a 6,000-ton drydock at 
Jacksonville. 

Under the terms of the leases the lessors are charged with the 
upkeep of the docks, the Shipping Board reserving the right to sell 
the docks at any time. The lessors have the privilege of purchasing 
the docks under competitive bidding. 


Cc. P. R. LINER HELPS QUAKE SUFFERERS 

Details of the part played by the C. P. R. liner Empress of 
Australia, in rescue work during the recent earthquake in 
Japan, were made known on the recent arrival of the ship at 
Victoria, B. C. The heroic work done by the ship and crew is 
being perpetuated by a tablet provided by the passengers on 
the eventful trip just ended. The ship rendered effective aid 
to more than 30,000 sufferers of every nationality, under cir- 
cumstances of the greatest danger and difficulty. 


GUARANTY CERTIFICATES 
The Commission has certified to the Secretary of the Treas- 
ury that the following amounts are due the railroads named 10 
final settlement of the guaranty for the six months after federal 
control, in addition to the advance payments shown: 


ad Trunk Western, $1,171,829.18; advance, $1,000,000; Grand 
Trunk Railway of Canada, $741,392.09; advance, $622,000; Detroit, 


Grand Haven & Milwaukee, $525,433.98; advance, $580,000; Toledo, 
Saginaw & Muskegon, $105,278.57; advance, $75,000; Pontiac, Oxford 
& Northern, $63,700.93; advance, $110,000; Detroit & Huron, $11,890.37; 
advance, $7,500; New York Connecting, $757,677.95. 





Digest of New Complaints 


No. 15016—Sub. No. 1, the ane Tobacco Co., Toledo, O., v5 
Director-General, as agent. ’ g 
TInjust, unreasonable rates on leaf tobacco in bales from Janes 
ville and Watertown, Wis., to Toledo, O. Asks reparation. 7 
No. 15025—Sub. No. 1, Farish-Watts-Collins, Inc., Houston, Tex., VS 
Mo. Pac. et al. » on 
Unjust and unreasonable rates on wrought iron or steel P = 
carloads, from various Texas stations to Norphlet and Smackove 4 
Ark. Asks cease and desist order, just and reasonable rates 4 
reparation. 
No. 18154. Sub. No, 1. State of New York, Dept, of Farms and 
Markets et al., Albany, N. Y., vs. D. & H. y eee 
Alleges that defendant refuses to publish rates and give § ; 
ice on transportation of milk and cream from Essex, N. + 
Fair Haven, Vt., in baggage cars, compelling use_ of per et 
pensive express service. Asks cease and desist order, esta 
ment of service at just and reasonable rates and reparation 
No, 15171. oe oe Locomotive Works, Davenport, Ia., vs. 
& St. P. et al. 
Unjust, unreasonable, discriminatory and prejudicial ater in. 
fuel oil from points in Kansas and Oklahoma to Davenport, 
Asks reparation. 
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Deak Season 
Deliveries 


Cotterage means a more simplified solution 
of that problem for you. It also means a 
‘dollar and cents’’ saving in your distribu- 
tion costs. 
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Spotting your stock for peak seasons elimi- 
nates that jam of routine detail resulting 
from many small rush orders to be filled 
from factory stock. 





We give you dependable, constant check on 
your goods in our warehouses—receiving 
reports, handling, billing, shipping and 
delivery notices, making your records com- 
plete and accurate. 


Each Cotter warehouse is located in a ship- 
ping center serving the central states. Car- 
load lots received at any warehouse are 
quickly and properly rerouted for distribu- 
tion or held for delivery subject to your 
command. 





Cotterage is a system by which you can 
simplify your peak season deliveries to the 
central states from a problem of complexi- 
ties and expense to one of ease and economy. 


Your inquiries for special information will 
have immediate attention. Address them 
to our executive offices. 


Call your Sales Manager's attention to 
Cotterage Ads in ‘‘Sales Management”’ 


TheitLLe COTTER WAREHOUSE Company 
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No. cc” oo (Kans.) Board of Commerce et al. vs. C. R. I. 
. e@ 4 
Unjust, unreasonable and excessive rates on broom handles in 
the rough, sawed or turned to shape, not further finished, be- 
tween Glidden, Wis., and Wichita, Kans. Asks cease and desist 
order, just and reasonable rates and reparation. 
No. 15173. Nestle’s Food Co., Inc., New York, vs. Director-General, 
as agent, Middletown & Unionville et al. 
Unjust and unreasonable rates on 18 carloads of condensed 
and oa milk from Slate Hill and Unionville to Port 


Morris, . Asks reparation. 
No. 15173. Sub. No. 1. Same vs. Director-General, as agent, Lehigh 
Valley et al. 


Unjust and unreasonable rates on same commodity from Ithaca 
to ober A Morris, N. Y., and from Horseheads to Port Morris. Asks 
reparation. 


No, 15173. Sub. No. 2. Same vs. Director-General, as agent, Central 
Vermont et al. 

Unjust and unreasonable rates on evaporated milk from Enos- 
burg Falls, Vt., to Port Morris, N. Y. Asks reparation. 

No, Pa — Hay & Milling Co., Kansas City, Mo., vs. C. B. 
- et al. 

Unjust, unreasonable, discriminatory, prejudicial and unlawful 
rates in violation of fourth section on hay from Kennesburg and 
Hudson, Colo., to St. Louis, Mo. Asks reparation, 

No. 15175. Moore-Lawless Grain Co., Kansas City, Mo., vs. Mo. Pac. 
and Director-General, as agent. 

Unjust, unreasonable, discriminatory, prejudicial or preferential 
rates on shipments of wheat from Leavenworth, Kans., to Sweet 
Springs, Mo. Asks reparation. 

No. 15176. The Glidden Co., Cleveland, O., vs. Erie et al. 

Unjust, unreasonable, and preferential rates on china wood 
oil from San Francisco, Seattle and other Pacific coast ports 
to Cleveland, O. Asks reparation. 

No, 15177. Humble Oil & Refining Co., Houston, Tex., vs. Louisiana 
& Northwest et al. 

Unjust and unreasonable rates on wrought iron or steel pipe 
tubing and oil well supplies from various Texas stations to 
Haynesville, La. Asks cease and desist order, just and reason- 
able rates and reparation. 
bey ~~ Steel Bridge Co., Jacksonville, Ill, vs. C. B. & 

. Ot al. 

Unjust and unreasonable rates on bridge iron from South Chi- 
cago, Ill., and Gary, Ind., to Kurth and Appleby, Tex. Asks 
just and reasonable rates and reparation. 

No. 15178. Sub. No. 1. Same vs. Same. ; 

Same complaint and prayer as to rates from South Chicago to 
Strawn, Tex. 

No. 15179. Seaboard Rice Milling Co., Galveston, Tex., vs. Alabama 
Great Southern et al. . 

Unjust, unreasonable, rejudicial rates on clean rice from 
Galveston, Tex., to Bluefield, . Va., as compared with ratse 
from Lake Charles and New Orleans. Asks just, reasonable and 
non-discriminatory rates and reparation. 

No. 15180. Swift & Co. et al., Chicago, Ill., vs. Grand Trunk of Can- 
ada et al. 

Unjust and unreasonable rates and minimum weights on sheep 
and lambs in double-deck cars from Montreal, Que., to New York 
City, Boston and Somerville, Mass. Asks a rate of 41.5 cents to 
New York and 44 cents to Boston and Somerville, subject to 
minimum weight not in excess of 18,000 pounds for cars 36 feet 
7 inches and under in length with correspondingly higher mini- 


No, 


| Docket of the Commission 


Note. items In the Docket marked with an asterisk (*) are new. 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

October 8—St. Louis, Mo.—Examiner Mahaffie: 

Finance No, 3169—In the matter of the application of the D. & R. 
G. W. R. R. for authority, among other things, to issue securities 
and assume obligations. 

October 8—Atlanta, Ga.—Examiner Oliver: 

1. and S. No, 1885 (and first and second supplemental orders)—Brick 
and clay products from, to and between points in Southern terri- 
tory. 

Vortions of fourth section application No. 12407, filed by J. H. 
Glenn, and others, ——— rates on brick and clay products 
from, to and between points in territory on_and east of the Mis- 
sissippi River on, and south of the Ohio and Potomac rivers, also 
to and from St. Louis, Mo., and related points. 

October 8—Miami, Fla.—Examiner Disque: ; 
15049 (and Sub. No. 1)—Miami Traffic Association vs. Florida East 
Coast Ry. et al. ny 
October 8—Sioux City, Ia.—Examiner Flynn: 
14928—Headington and Hedenburgh vs. Director General. 
October 8—Evansville, Ind.—Examiner Fuller: 
14857—J. Woolley Coal Company et al. vs. Southern Ry. 
October 8—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 235—In re tentative valuation of the properties of 

the Virginian Railway Company and the Virginian Terminal Rail- 
way Company. 

October 9—Minneapolis, Minn.—Examiner Kephart: : 

1, and S. No. 1921—Wood pulp from International Falls, Minn. group 
to C. F. A, territory. 

October 10—Argument at Washington, D. C.: 

13273—In the matter of interstate and intrastate rates for the trans- 
portation of ordinary live stock, C. L., from points in Nebraska 
to Omaha, and South Omaha, Nebr. in their relation to rates on 
the same commodity, C. L., from points in Nebraska to Kansas 
City and St. Joseph, Mo., and Sioux City, Ia. 


October 10—Washington, D. C.: 

Ex Parte 85. In the matter of accounting for investment in road 
and equipment with regard to the determination of the amount to 
be charged to balance sheet account 701 of (1) the Chi. & Eastern 
Illinois Railway Company, (2) Kansas, Oklahoma & Gulf Railway 
Company, (3) and, Missouri-Kansas-Texas Railroad Company. 

October 11—Washington, D. C.—Examiner Carter: 


15139—-United States of America vs. Springfield Street Railway 
Company. 
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mum for longer cars as prescribed by the Commission in the Na- 
tional Live Stock Exchange case, 69 I. C. C. 125, and reparation. 
No. 15181. Wilson & Co., Inc., et al., Chicago, Ill., vs. Santa Fe et al. 
Unjust and unreasonable rates and charges in violation of sec- 
tions 1 and 6 for bedding of live stock cars. Asks that Commis- 
sion hold complaint on its suspense docket pending negotiations 
with carriers for settlement and in event settlement is not made, 
asks for cease and desist order, just and reasonable charges and 
reparation. 
No. 15182.. A. T. Harmon, formerly doing business as A. T. Harmon 
Co., St. Louis, Mo. vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and pre- 
judical rates on cabbage from points in Washington and Oregon 
to points in Missouri, Kansas, Illinois, Oklahoma and Colorado. 
Asks reparation. 

i St. Louis Traffic Bureau, St. Louis, Mo. vs. Santa Fe 
et al. 

Unjust and unreasonable rates on ground limestone sold under 
trade name of Tripoli from Seneca and Joplin, Mo., to various 
interstate destinations. Asks reparation. 

No. 15184, E. T. Slider, New Albany, Ind. vs. B. & O. et al. 

Unjust and unreasonable rates on coal from New Albany, Ind., 
applicable on shipments transferred from Ohio river barges, to 
points in Indiana. Asks cease and desist order and just and rea- 
sonable proportional rates. 

15185. The Charles William Stores, Inc., Brooklyn, N. Y., vs. 
Carolina & Northwestern et al. 

Unjust, unreasonable, discriminatory, preferential and pre- 
judicial rates in violation of fourth section on tables k. d. flat, in 
the white, from Granite Falls, N. C., to Brooklyn, N. Y. Asks 
cease and desist order, just and reasonable rates and reparation. 
No. 15186. The Walsh & Weidner Boiler Co., Chattanooga, Tenn., 

va, N. C. & St. L. et al. 

Unjust and unreasonable rates on steam power boilers from 

Chattanooga. Tenn., to West Port Arthur and Beaumont, Tex. 
Asks reparation. 


No. 15187. St. Louis Fruit & Vegetable Dealers Traffic Asso., St. 
Louis, Mo., vs. L. & N. et al. 
Unjust, unreasonable, preferential rates in violation of section 
6 on tomatoes from St. Louis, to New Orleans. Asks cease and 
desist order, just and reasonable rates and reparation. 


No. 13157. Supplemental Complaint. Westren Paper Makers Chemi- 
cal Co., Kalamazoo, Mich. vs. Director-General, as agent. 

Alleges that defendants have continued illegal practices alleged: 
in original complaint on which Commission has not rendered 
decision and asks relief and reparation on shipments moving 
since original complaint was filed. 

No. B nape = Hutchinson Produce Co. Hutchinson, Kan., vs. Santa 

e et al. 

Rates and charges in violation of Section 6 on potatoes from 
points in Montana to points in Kansas. Asks cease and desist 
order and reparation. 

No. 15189. San Antonio Paper Co., San Antonio, Tex., vs. Chicago & 
Alton et al. 

Unjust, unreasonable, preferential and prejudicial rates on 
printing paper and strawboard from Hamilton, O., and Peoria, 
lll., to San Antonio, Tex. Asks reparation. 

No. be Roberts Cotton Oil Co., Cairo, Ill., vs. Butler County R. R. 
et al. 

Unjust, unreasonable rates on cotton seed from Broseley, Mo., 
to Cairo, Ill. Asks just and reasonable rates and reparation. 


No. 


No. 





October 11—Minneapolis, Minn.—Examiner Kephart: 
14884—J. C. Famechon Company vs. A. T. & 8S. F. Ry. et al. 
a & Gilkey et al. vs. Director General, Can. Nor. 
Ry., et al. } 
October 11—New Orleans, La.—Examiner Koch: ’ : 
1. and S. No. 1911—Cancellation interstate classification rating on 
empty wooden barrels. 
October 11—Argument at Washington, D. C.: . 
Fourth section application 12278—Paper and paper articles from 
Wisconsin, Minnesota, Michigan and Canada, to New Orleans, La. 
14253—Joseph Bancroft & Sons Co. et al. vs. P. & R. et al. 
October 12—Harrisburg, Pa.—Examiner Witters: : 
15058—M. K. Piper and Walter L. Piper, partners trading as M. K. 
Piper Coal Company, vs. James S. Blair and David Blair, oper- 
ating the Blair Railroad. 


October 12—Minneapolis, Minn.—Examiner Kephart: 
15107—Hansen-Peterson Company et al. vs. A. T. & S. F. Ry. et al. 
— Steel and Machinery Company vs. Director Gen- 

eral. 


October 12—Pittsburgh, Pa.—Examiner Fuller: 
1. and S. No. 1912—Canned goods from Princeton, Ind., to Evans- 
ville, Ind., and other C. F. A. points. 


October 12—San Francisco, Calif.—Examiner Fleming: 
Fourth Section Application No, 12374—Filed by F. W. Gomph, asking 
for authority to establish via all rail routes rates of 71 cents per 
100 lbs. to San Francisco and Oakland, Calif., and 87 cents to Los 
Angeles, Calif., on canned vegetables, minimum weight 60,000 Ibs. 
from Bozeman, Stevensville and Hamilton. Mont. 


October 12—Argument at Washington, D. C.: 
* ee Green Lumber Company et al. vs. Ann Arbor R. R. 


et al. 
* 13321—The Parkersburg Rig & Reel Co. vs. P. R. R. et al. 
October 12—Atlanta, Ga.—Commissioner Cox and/or Examiner Bard- 


well: 
14941—Investigation into the administration of Section 4 of the 


Interstate Conimerce Act (per Senate resolution of March 3). 
October 12—Argument at Washington, D. C.: 


= Electric Company vs. Director-General, N. Y. Cc. 

e ‘ 

er ae ey - nes Co. et al. vs. Director-General, B. 
& - et al. 


O. R. 
12479-Sub. No. 1—Frank A. Scott and J. O. Eaton, Receivers from 
Standard Parts Company vs. Director-General, B. & O. R. R. et al. 
13122—Firestone Tire & Rubber Company vs. P. R. R. 
12278—Post Bros. Tile Co. vs. Director General, St. L.-S. F. et al. 
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Ship to South American Ports 
thru JACKSONVILLE 


JACKSONVILLE 
*, Import and export shipments between the United 
States and South America can be routed cheaper thru 
oo the Port of Jacksonville, than thru any other port on 


. sk the Atlantic Coast. 


Jacksonville, Florida, is the last port of 
call for vessels bound to South America, 
and the first port of entry for incoming 

vessels from the east coast of 
South America. 


Large and modern freighters 
ply to and from the east coast 
PERNAMBUCO ¢ of South America on regular 
monthly sailings thru the Port 
of Jacksonville. 


RIO DE JANEIRO 9 Favorable freight tariffs 
ones from Chicago, St. Louis, 
Cleveland, Cincinnati, and in- 
termediate points put Jacksonville 
on arate parity with north Atlantic 
BUENOS AIRES 6 


ports, which are frequently congested 
and sometimes ice-bound in winter. 


Upon request, your name will be 

placed on the mailing list of ‘‘Sailing 
Announcements’”’ from Jacksonville, issued weekly, 
ard you will receive copy of booklet ‘‘The Port of 
Jacksonville,”’ describing and illustrating the ad- 


vantages of the city as a shipping and distributing 
= ail 
point. Address: 


City Advertising Department 
Room 10Y, City Hall Jacksonville, Florida 


Resident consuls are maintained in Jacksonville by Argentina, 
Brazil, Uruguay, South America, and Havana, Cuba. 
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—— ae dar ri La.—Examiner Keeler: 
i. and S. 1877—Minimum class rates from Atiantic seaboard to Ar- 
kansas and Louisiana. 
October 13—Argument at Washington, D. C.: 
11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rockfish 
R. R. et al. (argument: upon the petition for instructions filed 
by A. C. & Y. Ry. and others). 
October 15—Portland, Ore.—Examining Fleming 
15078—Bissinger & Company vs. Great Northern Ry. et al. 
October 15—Austin, 0g GE ey ee 
13518—Federal Grain Co. et al. vs. A. T. & S. F. = al, 
ieee? Oklahoma Millers’ Asso. vs. A. T. & S. F. et al. 
122 4 rporation Commission of ee vs. Abilene & South- 
ern e 


Fourth section application 671 of F. A. Leland (grain ey 
products, etc., between points in Oklahoma and pane = Texas 
Fourth section application — of F. A. Liand ain, os 
products, etc., between points in Oklahoma and oy in Texas). 
October 18—Pittsburgh, Pa.—Examiner Witters: 
14963—Transcontinental Oil Company ~. P. R. R. et al. 
18113-—Apolle Steel Company vs. P. R. et al. 
October 15—St. Paul, Minn.—Examiner RaMeoh 
Fourth Section Application Nos. 2129 and 42321, filed by Northern 
Pacific Ry., concerning rates on coal and cement from Duluth, 
Minn., and "Superior, Wis., to International Falls, Minn., and Fort 
Frances, Ont., etc. 
October 15—Philadelphia, Pa.—Examiner Gaddess: 
14977—Sun Oil Company vs. Director General. 
October 15—Nashville, Tenn.—Examiner McGrath: 
15055—American Tri-State Paper Box Company, J. D. Goodpasture, 
vs. L. & N. R. R. et al. 
October 15—Galveston, Texas—Examiner Koch: 
ba Galveston Export Company vs. Texarkana & Ft. Smith 
y. eta 
Onener 15—Wichita, Kan.—Examiner Steer: 
11836—W- 


—e Board of Commerce et al. vs. Santa Fe, Director 
General, 


15103—The Golden Rule Refining Company vs. C. R. I. & P. Ry. et al. 
Petener 15—Des Moines, Ia.—Examiner Flyn 


Des Moines Board of Trade et al, ang ‘Des Moines & Central 
“Woe et al. 


October 15—Argument at Washington, D. C.: 
a wy — of Commerce, et al. vs. Director General, A. 
. eta 
13462—Aunt Jemima Mills Co. vs. Director General, C. B. & Q. et al. 
14829—American Linseed Company vs. Erie R. R. 


October 15—Salt Lake City, Utah—Examiner Mackley 
bg nen gg Ad of a vs. Bamberger Electric Railroad Co., Director 
14721 (Sub. onion Portland Cement Co. vs. Director General. 
Petes 8 veshingten, D. C.—Commissioner Cox and/or Examiner 
ar 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 


October 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 165—In re tentative valuation of the property of the 
Baltimore and Sparrow’s Point Railroad Company. 


October 16—Pittsburgh, Pa.—Examiner Witters: 
12596—Pressed Steel Car Company vs. Director General, B. & O. 


Me. OF SI. 
15060—Dwight Hamlin, Inc., vs. B. & O. R. R. et al. 


October 16—Memphis, Tenn.—Examiner McGrath: 

Supplemental Fourth Section Order No. 7542 (petition by Mo. Pac 
R. R. for modification thereof)—Grain and grain products from 
St. Louis, Mo., Cairo, IIL, and points related thereto to Mem- 
phis, Tenn., and Mississippi River crossings south theroof, etc. 

October 16—Argument at Washington, = cs: 
14576—White Star Line vs. N. Y. C. et al. 
13606—The Larrowe Milling Co. vs. pe Arbor et al. 
October 16—Trenton, N. J.—Examiner Gaddess: 
150890—Holcombe & Sons vs. C. R. R. of N. J. et al. 
Ouseber 17—New York, N. Y.—Examiner Gaddess: 
13923—Chevrolet Motor Company of Texas vs. C. & A. R. R. et al. 

13923—(Sub. No, 1)—Chevrolet Motor Company of Texas vs. Di- 

rector General, C. & A. R. R. et al. 
October ag age on, D. C.—Examiner Marchand: 
ve ont, No. In re valuation of Montpelier & Wells River 


Co. 
= Sx, Me No. +. Soe re valuation of St. Johnsbury & Lake Cham- 
Plain R, 
Val. Dkt. ne 221—In re valuation of Boston & Maine Railroad Com- 
pany et al. 
October 17—Kalamazoo, Mich.—Examiner Carter: 
15111—The Michigan Silo Company vs. C. & N. 
October 17—Houston, Tex.—Examiner Rem: 
14976—Edgar L. Pearson & Co. vs. St. B. & M. Ry. et al. 
15025—Humble Oil & Refining ritioetio’ vs. Mo. Pac. R° i et al. 
October 17—Des Moines, Ia.—Examiner Flynn: 
Il. and S. 1896—Proportional commodity rates between upper Mis- 
sissippi river crossings and points west thereof. 


W. Ry. et al. 


DIRECTORY OF ATTORNEY 


General Freight Service Association 
Trafic and Transportation Specialists for Shippers 


Laclede Gas Light Bidg., St. Louls, Mo. 
Interstate Commacen cases, Engineering and Legal Services 
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Cotaher 17—Argument at Washington, D. C.: 
4212—Armour & Co. vs. P. R. R. 
acu & Co. vs. D. L. & W. 
14248—M. Bortz Co. et al. vs. Ann Arbor et al. 
13698—Thomas Madden, Son & Co. vs. Director General, C. & O. et al. 
October 17—Washington, D. C.—Commissioner Eastman: 
* I. and S. No. 11—The Tap Line Case—Wasteful service by tap lines. 
* 9024—Oakdale & Gulf Railway Company Case. 
October 17—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 306—In re tentative valuation of the property of 
Knoxville, Sevierville & Eastern Railway. 
October 18—Jackson, Miss.—Examiner McGrath: 
14860—Mississippi R. R. Commission and Clayton D. Potter, Attor- 
ney-General vs. Aberdeen & Rockfish R. R. et al. 
October 18—New York, N. Y.—Examiner Gaddess: 
14594—American Linseed Company vs. B. R. r P, Ry. et al. 
14683—Spencer Kellogg & Sons, Inc., vs. B. R. & P. Ry. et al. 
October 18—Milwaukee, Wis. —Examiner Kephart: 
14749—Garcia Sugars sae gf ee vs. N. Y. C. R. R. et al. 
15087—(Sub Nos. 1, 2 and 3)—Marinette & Menominee Paper Com- 
pany vs. C. & N. . Ry. et al. 
October 18—Columbia, S. ‘C.—Examiner Disque: 
15019—Southern Petroleum Jobbers Association et al vs. Abilene & 
Southern Ry. e 
October 18—Houston, Texas—Examiner Koch: 
150 The Texas Company vs. Santa Fe et al. 
October 18—Argument at Washington, D. C.: 
14167—C. M. & St. P. Ry. Co. vs. U. P. et al. 
13806—Meyer Vasquez Produce Co. vs. Director gegprl. 
14087—Indiana State Chamber of Commerce vs. A. T 
October eee. D. C.—Examiner Kelly: 
Val. Dkt. No. 309—In re tentative valuation - i the property of Lake 
Tahoe Railway & Transportation Company. 
October 19—Danville, Ill—Examiner Carter: 
15061—Western Brick Company et al. vs. N. Y. C. R. R. et al. 
October 19—Houston, Texas—Examiner Koch: 
15097—-Houston Packing Company vs. Boston & Maine R. R. et al. 
October 19—Argument at Washington, D. C.: 
14019—The Davis Fire Brick Co. et al. vs. B. & O. et al. 
14249—Chicago Retort & Fire Brick Co. vs. C. R. I. & P. et al. 
October 19—Okmulgee, Okla.—Corporation Commission of Oklahoma: 
* Finance No. 3138—In the matter of the application of the Okmulgee 
Northern Railway Company for a certificate of public convenience 
and necessity authorizing it to construct two extensions io its 
railroad. 
October 19—Colorado Springs, Colo.—Examiner Mackley: 
14847—The Pikes Peak Co-operative ee & Produce Growers 
Ass’n. vs. Midland Secemmnal Ry. et al 
14847 (Sub. No. 1)—The Pikes Peak Co- -operative Lettuce & Produce 
Growers Ass’n. vs. Midland Terminal Ry. et al. 
October 19—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. In re tentative valuation of the property of the 
Washington, Idaho & Montana Railway. 
October 20—Argument at Washington, D. C.: 
13903—The Bay City Transportation Asso. vs. Director General and 
Michigan Central. 
13111—The Kneeland Bigelow Co. et al. vs. Michigan Central. 
October 20—Houston, Texas—Examiner Koch: 
15124—Stauffer Chemical Company of Texas vs. Houston & Brazos 
Valley Ry. et al. 
October 20—Greensboro, N. C.—Examiner Disque: 
— Manufacturing Company et al. vs. Director Gen- 
era 
October 22—Indianapolis, Ind.—Examiner Carter: 
be es ey Ea Board and Paper Company vs. C. C. C. & 
. Ry. et 
14895—The Lafayette Box Board and Paper Company vs. A. C. & 
YY. Ry. et al 
October 92-Chice o, Ill.—Examiner Mephert: 
15036—Midland Terra Cotta Company vs. . Cc. C. & St. L. R. R. etal 
1s064— 5. F. J. Odell vs. Mich. Cent. zn ‘R. 
October 22—St. Louis, Mo.—Examiner Witters: 
ae Coal . ow of St. Louis vs. Director Gen- 
eral, C. 
be aa a ne p.<9 Fluorspar Mining Co. et al. vs. M. & 0. 
R. et a 
October 22—New York, N. Y.—Examiner Gaddess: 
14889—The Chevrolet Motor Company of California vs. Director 
Generel, A. Ss. F. Ry. et al. 
October 22—Dallas, Texas—Examiner Koch: 
ae Fountain & Fixture Manufacturing Company et al. 
St. L.-S. F. Ry. et al. 
15126—Southern Products eee vs, 
andria & Western Ry. et al. 


October 22—Santa Fe, N. M.—Examiner Steer: 
a ew Corporation Commission of New Mexico et al. vs. Santa 


& S. F. et al. 


Director General, Alex- 


et al. 
15070 Hunter Brothers Mercantile Co. et al. vs. American Ry. Ex- 
press Co. 


October 22—Norfolk, Va.—Examiner Disque: 
14877—Southern Transportation Company et al. vs. N. & W. Ry. etal. 
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‘Jastest steamers 
between San Francis 
and the Orient 


75 Syears of UNEXCELLED 
FREIGHT SERVICE 


NEXT SAILINGS 


Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Highest Marine 
Classification 
Lowest Insurance 


Rates S. S. President Lincoln sails ..... October 18 

PP Us a S. S. President Wilson sails ...November 1 

F oreign Trade Dept. S. S. President Taft sails...... November 15 
San Francisco, S. S. President Cleveland sails.. November 27 

S. S. President Pierce sails.... December 13 


at Shippers’ Service 
Always 


S. S. President Lincoln sails...December 29 


and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 





For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California St., San Francisco, Cal. Central Bldg., 108 West Sixth St., Los Angeles, Cal. 10 Hanover Square, New York City 
Also at TRANSCONTINENTAL FREIGHT COMPANY OFFICES 


Woolworth Building Old South Building Drexel Building Union Trust Building 
New York City Boston, Mass. Philadelphia, Pa. Cincinnati, Ohio 
Ellicott Square Building Hippodrome Building 1700 Fifteenth Street 203 South Dearborn Street 

Buffalo, New York Cleveland, Ohio Denver, Colorado Chicago, Illinois 


Managing Agents 


U. S. SHIPPING BOARD 
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“Your consuming Markets 


WE BRIDGE THE GAP ‘x. 


2 AI OOS SRE EBS ST 


4 IFACTURERS R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities [ WHOLESALERS 
AD IMPORTERS» are strategic traffic pivots, linked by the rails of the Penn- é 
es oe sylvania System. ANO RETA LERS 


You will recognize these cities with their dependent territories ES 
as being logical centers in which to carry spot stocks, to be sent w 

there at carload rates and be readily accessible to your local cus- us OY NG * )) 
tomers when they want your product, or available for prompt less- StH aE hee Bs 
carload reshipment to your clientele in adjacent towns. ears. 


Cb asaasscteatatiienee atime eae 


You will save your company Time and Money in thus dis- oe 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


ties ciienssiotaae: 
- . 


seen Oh RESIS SBE 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 














ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 1040 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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J. 8S. Peter, 
Vice-Pres. & Gen. Mgr., 
San Antonio, Tex. 


J. C. Mangham, 
Gen. Frt. Agt., 
San Antonio, Tex. 
J. B. Brooks, 
A. G. F. A, 
San Antonio, Tex. 
H. C. Franks, 


Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


om. 
San Antonio, Tex. 


A. R. Canfield, 
om. Agt., 
Houston, Tex. 
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The San Antonio and Aransas Pass Railway Co 
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SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 
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18} hrs. 
Below is approximate service in days from following cities and River Crossings: 





Proportionate service to above is rendered to all intermediate points. 


Laredo via Alice 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 

Southern Pacific Lines 

San Antonio. Uvalde & Gulf R. R. 


+ toe) San Antonio Southern Ry. 
a4 St. Louis Southwestern Ry. (Cotton Belt) 
3% « Sugar Land Ry. 


Trinity & Brazos Valley Ry. 
Texas Mexican Ry. 
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Where they reach Where to reach them 


TRANSPORTATION 


Service the Slogan of the Operating Department 





A quality of service that holds patrons is the hall-mark of 
a successful railroad. Safety, certainty, promptness and 
economy of transport are duties the Operating Department 
must fulfill to keep faith with the public and stockholders. 


The SOUTHERN PACIFIC LINES hold these ideals 
uppermost. We have reason to feel proud of our record 
in punctuality of trains, relief from traffic congestion, con- 
dition of roadbed and equipment, car supply, economy 
of operation such as full car and train loading and con- 
servation of fuel, and last but not least, of an esprit de 
corps among employees unsurpassed. 










OUR Service at YOUR Service 
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